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The Late Mr. S. B. Collett 

A WIDE circle of friends in both railway and aviation 
circles will join with us in expressing profound 

regret at the untimely and tragic death on Saturday last 

of Mr. S. B. Collett, Assistant Secretary ot the Great 

Western Railway and a Director of Railway Air Services 


—— His early training in the law was interrupted 
by the war, in which Mr. Collett saw active service with 
the old Royal Flying Corps. He subsequently qualified 


as a solicitor and then proceeded to devote both his legal 
and aviation abilities to the service of transport as an 
officer of the G.W.R. First in the Solicitor’s Department, 
and since 1929 as Assistant Secretary, Mr. Collett’s 
character and qualities were appreciated not only by his 
brother officers but by all members of the staff with 
whom he came into contact. His death on Saturday at 
the Air Pageant at Hendon is a tragedy. But none of his 
friends was surprised at his taking what proved to be the 
fatal risk of a sharp “‘ bank ’’ rather than endanger the 
spectators. Mr. Collett took an active part in the forma- 
tion and development of the Auxiliary Air Force and was 
senior Flight Commander in it prior to his appointment in 
December, 1931, as Squadron Leader, commanding No. 
600 (City of London) Bomber Squadron. He was closely 
associated with the Great Western’s pioneer movement in 
establishing the first railway owned air route in Great 
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Britain, and it was but natural that he should have been 
elected a Director of Railway Air Services Limited upon its 


formation. 
*~ o’ * * 


London Transport’s First Birthday 

Sunday last was the beginning of the second year of 
operating life of ‘‘ London Transport,’’ as the London 
Passenger Transport Board prefers to be known popularly. 
In the brief space of one year not only have practically all 
transport units in the London area come under one owner- 
ship, but considerable progress has been made in co-ordi- 
nating the facilities. On the railway side various anomalies 
between Underground and Metropolitan practice and fares 
have been removed, through working of tube stock to 
Uxbridge has been facilitated, and the ground has been 
cleared in establishing a traffic pool with the main line 
railways. With regard to road transport, some 5,400 buses, 
460 coaches, 2,460 tramcars, and 60 trolleybuses have 
been brought under unified control and ownership, 
vices have been linked up, and redundant facilities elimi- 
nated. Schemes for the conversion of about 90 miles of 
tramway to trolleybus operation have been prepared and 
are now before Parliament. The lengthy processes of 
arbitration have prevented the absorption of all the inde- 
pendent bus operators in Central London, but the Country 
Department, which had the task of buying competitors 
by private treaty, has acted with great promptitude and 
all but completed its work within the year. In addition 
to this road fleet, the board owns 186 railway stations and 


ser- 


serves 238, using some 3,150 electric motor coaches and 
trailers, 27 electric and 36 steam locomotives. These serve 
227 route miles of railway. Altogether, the events of the 


past year have given evidence that public sympathy is 
with the efforts—neither inconsiderable nor unsuccessful— 
of the London Passenger Transport Board to knit together 
the various units of the world’s largest urban transport 
undertaking. 

* * *” * 


The Week’s Traffics 


The latest traffic returns of the four group railways give 


the half-year’s results of the London & North Eastern 
Railway up to June 30, but the figures for the Great 
Western, L.M.S., and Southern Railways cover one day 
in July. So the returns give the half-yvear’s results as near 


as possible for the four companies. Aggregate figures for 
the four companies for the half-year amount, therefore, 
as nearly as possible to £71,182,000, an increase of 
£3,532,000 or 5°22 per cent. General merchandise earn- 
ings of the four companies for the half-year amount to 
£25,866,500 in 1934 as against £23,557,000 in 1933. 





26th Week Inc. or dec. 
F . 7" 
Pass. &c. Goods, &c. Coal, &e. oer 3 “Year to date 
é f 
L.M.S.R. 27,000 + 25,000 — 11,000 41 000 +1, 425, 000 + 5:20 
*L.N.E.R. 24,000 + 27,000 7,000 44,000 + 1,479,000 + 7°50 
G.W.R. 1,000 7,000 — 10,000 2,000 + 399,000 + 3-49 
= a 13,000 + 4,500 1,500 + 19,000 + 232,000 + 2°53 


Great Northern of Ireland traffics show a decrease of 
£1,400, the first for many weeks, the setback being entirely 
in goods. London Transport receipts for the complete 
financial year amount to £26,505,100. 

* * * * 


Card Playing Encouraged 

It is mainly sentiment that has so far stood in the way 
of a determined effort to solve the problem of the travel- 
ling child. Encountered singly, this class of passenger 
can inflict endless suffering by its penetrating commentary 
on the costume and physique of its companions. Hardly 
less is it to be feared when met with in numbers, on which 
occasions those charged with its safe-conduct are too often 
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in the habit, probably in order to divert its attention from 
themselves, of equipping it with the loud tongued mouth 
organ and the strident comb and paper. The Nether- 
lands Railways Company is therefore to be congratulated 
upon its initiative in publishing an illustrated card game 
for free distribution to parties of children. The rules of 
play are similar to those obtaining in Happy Families, 
except that the participants collect sets showing loco- 
motives, rolling stock, signals, and so on, instead of the 
traditional ménages of the older game. Both by the 
excellence of their production and the nature of their 
subject, the cards will appeal strongly to that side of 
the young male mind where reverence is most easily 
awakened. Either fear of their lords or a magpie interest 
in attractive colours should persuade his sisters to take a 
hand without undue dissension, and an old railway 
problem will have been settled with honour on all sides. 
* * * * 

The Gangers’ Ballet 

The artistic recognition accorded in the past to 
harmonious blacksmiths, happy peasants and other grades 
of rural and agricultural workers was studiously withheld 
from railway employees. This fruitful source of bitter- 
ness is, however, removed by the Russian Ballet, which 
includes among the items now being presented at Covent 
Garden one entitled ‘‘ Union Pacific.’’ With sixty-four 
dancers variously clad as Indian maidens, wrapped up 
mummy-fashion to simulate sleepers and rails or striding 
about the stage in Mormon beards, the new ballet 
commemorates the completion in 1869 of the first American 
transcontinental railroad. The line was built in two 
sections by rival capitalists, one group working from the 
East toward the West with Irish labourers and the other 
proceeding from West to East under Chinese workmen. 
They were to meet for the grand conjuncture at the 
California-Nevada boundary, but as each road had been 
promised lavish federal subsidies, there was sharp fighting 
all along the way. These clashes between Irish labourers 
in red Galway whiskers and checkered suits and pig-tailed 
Orientals who dance lightly over the rails, are graphically 
depicted by the Russian artists. But Mr. Archibald 
Macleish, who wrote the scenario of the ballet, does not 
represent the United States as a platelayers’ Arcadia, where 
there was nothing to do but fight. The work of railway 
construction is illustrated by certain dancers lying on the 
stage as sleepers and track and others gambolling about 
them in the guise of workmen with hammers and spanners. 


* * * 
The Bodmin & Wadebridge Railway 


One of the earliest locomotive-worked railways in the 
south of England, and the oldest line owned by the 
former London & South Western Railway, was the Bodmin 
& Wadebridge Railway, which attained the centenary of its 
working life on Wednesday. The transport of minerals 
was naturally one of the main reasons for promoting the 
line and special prominence was given to the possibility 
of conveying cheaply the sea sand from the mouth of the 
River Camel which was largely used as manure for the 
soil in many parts of Cornwall. The Act of Incorporation 
was obtained on May 23, 1832, and the line between 
3odmin and Wadebridge opened for mineral traffic on 
July 4, 1834. Passenger traffic was inaugurated on 
September 30 of the same year, on which date, also, 
mineral branches were opened from Dunmere to Wenford 
Bridge and Grogley to Ruthern Bridge, when the whole 
railway totalled about 15 miles. As a result of the gauge 
war in the west, the ownership passed to the L.S.W.R. in 
1847, though without Parliamentary sanction, and the 
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legal transfer was completed only by the passing of an 
Act of 1886. Two years later the G.W.R. opened a loop 
connecting its system with the ancient line and thereafter 
worked over the Boscarne-Wadebridge section. Not until 
1895 was it linked up with the main L.S.W.R. via the 
North Cornwall line, of which the first sod was cut exactly 
half a century ago—on July 1, 1884. 


* * * * 


Leopoldina Railway 

Three factors worked strongly against this company 
during the year 1933, as the report shows. These were, 
exchange, further restrictions on the export of coffee, and 
the low fares, averaging 0-84d. for a journey of 7} miles, 
at which the company is compelled to carry suburban 
passengers, involving a loss on every suburban passenger 
carried In goods and live stock traffic there was an 
increase of 6-31 per cent. over the 1932 figures, the total 
carried having been only twice exceeded between the years 
1921 and 1929. On the other hand, the shorter haul and 
the preponderance of low rated traffics caused a drop in 
goods and live stock receipts in sterling of 26-37 per cent. 
The highest rated items of goods traffic, viz., coffee, cotton 
and manufactured goods for up-country consumption only 
comprised 26:8 per cent. of the total traffic against 33-3 per 
cent. in 1932. Expenses in sterling were reduced 4-72 per 
cent., but in currency increased 4:13 per cent. 


1933 1932 
Passengers i seid 27,380,645 26,519,580 
Goods and livestock, tons .. 1,453,282 1,366,973 
Operating ratio, per cent. 81-96 69-61 
3 £ 
Passenger receipts .. . 335,527 338,931 


1,080,786 
1,578,851 
1,099,054 

479,797 


Goods and livestock receipts me 795,777 
Gross re¢ eipts 
1,047,205 

230,489 


Working expenses 
Net receipts .. j 
After making provision for prior charges, &c., a balance 
of £40,691 is left to be carried forward. 
* * * * 

The St. Lawrence Waterway Project 

Continued opposition to the St. Lawrence waterway 
project is being voiced in the United States, some of the 
latest protests coming from a firm of consulting engineers 
and being published in Barron’s. The principal objections 
are that the already vast estimates will be exceeded by a 
large percentage, and that the proposed 27-ft. depth is 
inadequate for any but comparatively small freight 
shipping, and would soon have to be increased, at further 
great expense, to 32-35 ft. Also that the waterway will 
be closed on account of ice for five months in the year 
and that the estimates of traffic likely to be carried are 
too high. It is further contended that the wheat exports, 
on which the estimates are largely based, are destined to 
decrease and perhaps almost disappear, and that what the 
Great Lakes ports will gain will be lost to Montreal, 
Boston, New York and other Atlantic ports. The 
argument is that, if the Middle West and shipowners want 
this uneconomic waterway, they should pay for it in the 
form of tolls. It is believed that if this method of 
financing the scheme were adopted, very little shipping 
would use the waterway. Finally, it is claimed that to 
tax the railways in order to subsidise a direct competitor, 
in the form of a toll-free waterway, is an ironical injustice 
against them and against holders of railway securities. 
Several of these points may be familiar, but at least they 
are sound and, in a matter of such vital importance to the 
eastern railways in the States and Canada, should be 
kept in the public mind by reiteration, reinforced by new 
arguments from time to time. 
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The L.M.S. Quota News 

The editorial in the first number of the Quota News, the 
new official organ of the L.M.S.R. Quota League, invites 
the co-operation of its readers in making the periodical 
the brightest of its kind in the country. The first issue 
leads the way in this direction by arresting articles, enter- 
tainingly presented news, and a judicious leaven of light 
anecdotes. The idea that the railways are emerging from 
a period of depression into an era where the opportunities 
are as abundant as ever for those who know how to seize 
them is persistently and convincingly put forward. Mr. 
Ashton Davies, Chief Commercial Manager, L.M.S.R., 
contributes a leader which analyses the fascination of 
railway work as neatly, perhaps, as has ever been 
done, and which should communicate his own enthusiasm 
to his readers. News of progress in the various L.M.S.R. 
districts fills the body of the paper, and passenger and 
goods receipts for four months, expressed also as _per- 
centages of the quota, are tabulated. The sporting element 
in the competition is stressed by headlines referring to 
‘ fine hitting ’’ and so on. Constructive articles suggest- 
ing new ways of attracting business are a feature. 

* * * of 


Career of a Veteran Railway Paddle Steamer 

A new chapter is to be added to the career of the 
veteran paddler Alexandra, which has been bought by 
Manchester interests to run trips on the Ship Canal, re- 
viving a scheme which failed when the Canal was built 
forty years ago. The Alexandra was built by Scotts’ 
Shipbuilding & Engineering Co. Ltd. of Greenock in 1879 
for the Portsmouth & Ryde Union Steam Packet Com- 
pany, which almost immediately sold its Portsmouth- 
Kyde ferry service to a new undertaking formed jointly 
by the London & South Western Railway and London 
Brighton & South Coast Railway. With a gross tonnage 
of 235 and speed of 14 knots the Alexandra was well 
suited for this service, and, with new boilers in 1892, she 
continued on it until shortly before the outbreak of war, 
when, replaced on the ferry by larger and more modern 
railway steamers, she was sold to the Bembridge & Sea- 
view Steamship Company for excursion purposes and soon 
alterwards transferred to Cosens & Co. of Weymouth. 
After a time she was commissioned by the Navy and used 
as a tender. Returning to the excursion run after the 
war, she was sold in January, 1931, to Pollock, Brown & 
Co. of Southampton, for £350, in order to be broken 
up, but before the work was actually begun was bought 
by a party of entertainment interests and converted into 
the elaborate floating cabaret Show Boat, in which guise 
she plied first the Thames and then various seaside resorts 
wiih, however, indifferent success. 

* * Y Bo 

Irish Coal 

It may not be a matter of general knowledge that 
Ireland possesses some coal deposits of her own. These 
are situated in County Leitrim, on the west side of Lough 
Allen, in the Arigna district, and one result of the present 
relations between the Irish Free State and Great Britain 
is that the Arigna coalfield is being opened up and worked. 
At the same time the establishment of sugar-beet factories 
at Mallow and Tuam, in the south and west of Ireland, has 
created a demand for the coal. Hitherto the only rail 
communication enjoyed by Arigna with the rest of 
Ireland has been by means of the 3 ft. gauge line of the 
one-time Cavan & Leitrim Railway, now incorporated in 
the Great Southern Railways system, and this is begin- 
ning to assume a new importance. Forty new narrow- 
gauge coal wagons are at present under construction, and 
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four 2-4-2 tank locomotives, previously used on the Cork, 
Blackrock & Passage Railway (on which passenger traffic 
has now ceased), are being reconditioned at Inchicore 
works for service over Cavan & Leitrim metals, in order 
that this increasing coal traffic may be handled. From 
Arigna the coal will be worked over 31 miles of 3 ft. 
gauge track to Dromod, on the Mullingar and Sligo branch 
of the former Midland Great Western Railway, there 
to be transferred to the standard Irish 5 ft. 3 in. gauge 
for the remainder of the journey to Mallow and Tuam. 


* * * * 


Derailment at a Power Signal Installation 


An accident happened not long ago at a power signal 
installation in Germany, which serves to show once more 
how the protection afforded by the most up-to-date 
apparatus can be nullified if, when something unusual 
occurs, the signalman fails to work strictly to his 
emergency instructions. In this case the man had to set 
the road for a movement from a branch line over a 
cross-over junction. One pair of points did not move 
when the lever was reversed, being held fast by some 
obstruction. Consequently the return indication was not 
received and the signal could not be cleared. The audible 
alarm, usually provided on the Continent, continued to 
sound, but the signalman mistook this for another bell, 
which he imagined to be ringing for a different reason. 
Although he could not clear the signal, he neglected to 
look at his point detection indicators in the frame to 
make certain that the road was correctly set. He assumed 
that it was and issued a written order to the driver to 
proceed. The vibration set up by the train dislodged the 
obstruction in the points and the motor, which still had 
power on it from the lever, reversed them under one of the 
vehicles and derailed the train. Thus all the elaborate 
safety apparatus installed was defeated by the man’s care- 
lessness. He should have made sure that the road was 
set and have secured, by padlocking them in the right 
position, those points which would not respond to the 
lever. This raises the question whether power points 
ought not to be locked while a train is passing over them 
by a lock in the mechanism itself, as is done, we believe, 
on the Underground. 

+ + * * 
Trailing Bogies 

Except in the case of tank locomotives and the rebuilt 
articulated Atlantics of the L.N.E.R.,there are no instances 
in this country of engines fitted with trailing bogies, and, 
taking into account the reversibility of the tank engine, it 
is true to say that we have no such thing as a genuine 
trailing bogie at all. Generally speaking, there is no need 
for the provision of such a device, as all the weight 
at the rear of the biggest locomotive so far built for 
service in this country can be supported on a single axle. 
Abroad, and principally in America, very large fireboxes, 
often fed by mechanical stokers, add enormously to the 
dimensions and weight at the after end of an engine, 
and it has become more or less imperative with certain 
wheel arrangements and in given circumstances to adopt 
a four-wheeled rather than a two-wheeled trailing truck. 
To some extent, the behaviour of the locomotive on the 
track decides the use of trailing bogies. It is well known 
that the rear end of an engine with an extended coupled 
wheelbase will tend to derail in circumstances where a 
four-wheeled bogie would ride safely enough. Generally 
speaking, however, it is more a question of weight distribu- 
tion than of stability on the track that decides the question, 
and on that ground alone the necessity of introducing 
trailing bogies for locomotives has not yet arisen on British 
railways. 
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Standard and Exceptional Charges 
T’HE judgment of the Railway Rates Tribunal in con- 

nection with the 1934 review of the standard and 
exceptional charges of the four amalgamated railway com- 
panies generally follows the lines anticipated. The tribunal 
reviews the results of railway working for the years 1931, 
1932, and 1933 and points out that, compared with the 
year 1930, railway gross receipts declined during these 
three years by no less than £26,940,296 or 16:12 per 
cent. This drop ranged from 18°77 per cent. in the case 
ot the L.N.E.R. to 11:63 per cent. on the Southern Rail 
way. This decline was offset to a remarkable extent, 
however, by the large savings which the four companies 
succeeded in effecting in railway working expenses, which 
totalled £19,608,108 or 14-11 per cent. in 1933 compared 
with 1930. This reduction varied from 15°89 per cent. in 
the case of the L.N.E.R. to 11:77 per cent. by the Southern 
Railway. Such a serious decline in railway gross revenue, 
coupled with the heavy decrease in net revenue from other 
sources, which totalled £1,579,762 or 16°45 per cent. 
compared with 1930, resulted in the net revenues of the 
four amalgamated companies decreasing by £8,911,950 
or 23°63 per cent. from the 1930 figure of £37,716,113. 
Figures reproduced in the judgment show that the net 
revenues earned in 1931, 1932 and 1933 were £33,370,536, 
£26,425,193 and £28,804,163 respectively, as compared 
with a standard revenue and allowances granted up to 
December 31, 1932, to remunerate additional capital raised 
or provided in respect of expenditure on capital account 
incurred since January 1, 1928, of £51,117,172. The net 
revenue of the four companies for 1933 was, therefore, 
£22,313,009 or 43-64 per cent. less than their standard 
revenues plus the allowances for additional capital. The 
extent of this deficiency varied as between the four com- 
panies, the greatest being £7,410,359 or 48-97 per cent. 
in the case of the L.N.E.R. and the lowest £1,494,467 or 
21-25 per cent. in the case of the Southern Railway. In 
these circumstances the tribunal had no alternative but 
to conclude that there is a deficiency in the case of each 
company, whether the comparison be made on the basis 
of 1933, or on the average of the years 1931, 1932 
and 1933. 

The tribunal then points out that there was no allega- 
tion or suggestion by any party appearing before it that 
these deficiencies were due in any way to lack of efficiency 
or economy in management. Nevertheless, the railway 
companies gave a considerable amount of evidence on 
this subject and, as the result, the tribunal expresses the 
view that the deficiency was due to the continued depres- 
sion in trade, the intense competition of other forms of 
transport, and to the political differences which exist 
between the Irish Free State and this country. In con 
sidering the question as to whether, owing to change of 
circumstances, the deficiencies are not likely to continue, 
the tribunal shows that the estimated gross railway traffic 
receipts for the first 23 weeks of 1934 were £62,429,000, 
or £3,250,000 (5°49 per cent.) greater than in the corre- 
sponding period of 1933. It is remarked, however, that 
the period with which this comparison is made was the 
period during which the gross receipts of the railway com- 
panies had fallen to the lowest figures since the amalgama 
tion, that the recovery experienced in 1933 did not occur 
until the second half of the year, and that, consequently, 
without a greater recovery in trade than has yet been 
experienced, the gross receipts in the second half of this 
year are unlikely to exceed those of the corresponding 
period of 1933 to the extent to which the gross receipts 
for the first 23 weeks have done. 

The tribunal concludes, therefore, that while the net 
revenue of each company for the current year is likely 
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to exceed that for 1933, there would seem to be no 
prospect of any company attaining its standard revenue 
during the present year. In these circumstances the Court 
is directed by the statute to make such modifications in 
the standard and exceptional charges as it thinks necessary 
te enable the companies to earn their standard revenues. 
As, however, the railway ‘companies intimated that they 
do not consider that any such modifications would achieve 
the desired object, and the Mining Association and British 
Iron and Steel Federation, while pressing for a reduction 
in railway rates on coal. iron and steel traffics, were not 
in a position to satisfy the tribunal or contend that any 
such reduction would improve the net revenues of the 
companies, the tribunal did not order any modification. 
While the terms of this judgment are satisfactory, it would 
appear that until some more substantial improvement 
becomes noticeable in international trade, it is unlikely 
that there will be other than an extremely gradual improve- 
ment in the financial position of the companies. 
* * * * 


The Cornish Riviera Express 


OT a few of the most famous British express trains have 
names of worldwide significance. Among them the 
Cornish Riviera Limited Express of the Great Western 
Railway, which this month attains the age of thirty years, 
may certainly claim a place. In this instance the name 
was the fruit of a competition organised by our monthly 
contemporary The Railway Magazine, which produced no 
fewer than 1,286 entries suggesting names for the newly 
instituted service. Mr. J. C. Inglis, then General 
Manager of the G.W.R., selected ‘‘ The Riviera Express ’’ 
as his choice, but before many years had passed this had 
developed into ‘‘ The Cornish Riviera Limited ’’—a 
designation which stuck to the train for many years. The 
only inappropriate word was ‘* Limited,’’ and although this 
has now been dropped the train is still commonly referred 
to as such. At first it was limited to six coaches, seating 
200 passengers and weighing 141} tons; these vehicles ran 
between Paddington and Penzance only. To-day, with 
through portions for Penzance, St. Ives, Falmouth, 
Newquay, Kingsbridge, Ilfracombe, Minehead, and Wey- 
mouth—eight in all—the minimum formation is fourteen 
coaches, weighing 477 tons empty, and at times of pressure 
this may be increased to sixteen coaches, of 545 tons 
weight. 

It was on July 14, 1903, that an advance portion of 
the Cornishman, leaving Paddington at 10.40 a.m., was 
scheduled for the first time to make a non-stop run to 
Plymouth. The Westbury direct route had not then been 
opened ; and—apart from the experimental non-stop run 
which had been made some years previously without a 
stop over the 299 miles from Euston to Carlisle—the run 
of 245} miles via Bristol was of record length. The 
occasion was a visit of the Prince and Princess of Wales 

our present King and Queen—to Plymouth, and oppor- 
tunity was taken to make one of the fastest journeys in 
British railway annals, for notwithstanding the dead slow- 
ing through Bristol, Exeter, 193} miles, was passed in the 
astonishing time of 172} min. from London, and North 
Road, Plymouth, was reached in 3 hr. 53} min. Some 
consternation was caused in the ranks of the authorities 
who welcomed their Royal Highnesses, indeed, for the 
train was 363} min. ahead of time! After this auspicious 
experiment, it was no surprise when a daily non-stop run 
was instituted between Paddington and Plymouth in the 
following summer; 4 hr. 27 min. to Plymouth and 7 hr. 
to Penzance—an acceleration by 45 min. of the best 
previous London-Penzance time—were the scheduled 
allowances going down, and 7 hr. from Penzance and 


st 
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4 hr. 25 min. from Plymouth were allowed coming up. 
It is of particular interest to recall that the engine which 
worked the Cornish Riviera Limited from Paddington to 
Plymouth on the first day of its existence was the French 
4-4-2 compound La France, which had arrived in England 
in that year for competitive trials with standard 
Great Western types. Generally speaking, however, 
6 ft. 8 in. 4-4-0 engines of the ‘‘ City ’’ class, and their 
predecessors, weighing with their tender but 92} tons in 
running trim, were responsible for the duty. At first the 
Cornish Riviera Limited ran during the summer months 
only, but in 1906 the new Westbury route to the West of 
England was opened, and on July 21 of that year the 
Limited began an existence never subsequently to be inter- 
rupted except during the war, when it started at 10.15 a.m. 
and was considerably slowed down. With 20 miles now 
cut from the distance, bringing the length of the non- 
stop journey down to 225-7 miles, the starting time was 
altered from 10.10 to 10.30 a.m., but without alteration 
of the arrivals at Plymouth or Penzance. Thus for 
twenty-three years the Limited earned for the Great 
Western Railway the distinction of making the longest 
regular non-stop run in the world, until the competition 
between the L.M.S.R. and the L.N.E.R. for the Anglo- 
Scottish traffic resulted in the establishment of daily non-stop 
journeys in the summer, first over the 268} miles between 
King’s Cross and Newcastle, then over the 299 miles 
between Euston and Carlisle—which has since become a 
daily performance in the up direction throughout the 
year—and last of all, during the summer months, over 
the 392? miles between King’s Cross and Edinburgh. 
Shortly after this the claims of Exeter to a stop in the 
down direction, in place of the previous slip coach, became 
so insistent that, except during the height of the summer 
season, the Cornish Riviera Limited now calls at Exeter 
in both directions, and the length of non-stop journey is 
thus reduced to 1734 miles. Until this stop was inserted 
in the schedule, the Limited enjoyed another distinction— 
shared for a short time by certain trains on the Paddington- 
3irmingham service—of detaching three independent slip 
portions, at Westbury, Taunton, and Exeter, before 
making the first stop at Plymouth. Only the Westbury 
and Taunton slips now remain, the former consisting of 
two coaches for Weymouth, and the latter—replaced 
during the summer season by an independent train—of the 
Minehead and Ilfracombe portions. 

Krom the locomotive point of view the interest of the 
run lies in the fact that its earliest stage, from Paddington 
to Reading, is made over Brunel’s almost perfectly level 
main line up the Thames Valley to the west, whereas its 
conclusion, across the rugged southern slopes of Dartmoor, 
involves the engine in ascents to Dainton and Rattery 
summits which are inclined at between 1 in 50 and 40, 
and in one place, indeed, include a short length at 1 in 36. 
Nevertheless such has been the increase in locomotive 
power, as the 4-4-0 locomotives of earlier days have given 
place progressively to the 4-6-0 ‘‘ Saints,’’ ‘‘ Stars,’’ 

Castles,"’ and finally the ‘‘ Kings,’’ that trains 
loading up to as many as 545 tons are permitted out 
of Paddington, and over the formidable gradients just 
cited the ‘‘ Kings ’’ are allowed to take up to 375 tons— 
that is, twelve modern coaches—without assistance. 
Fortunately, the weight of the train is progressively re- 
duced, by reason of the slip portions and the loss of 
the Kingsbridge coach at Exeter, as the gradients gradually 
increase in steepness. At the same time reductions have 
been made in the schedule until now the Limited is booked 
over the 173-5 miles from Paddington to Exeter in 169 
min., at an average of 61:6 m.p.h., and despite this 
additional stop and the enormous increment in load, 
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reaches Plymouth at 2.34 p.m., 3 min. earlier than in 
1906, and Penzance at 5 p.m., notwithstanding another 
added stop, at Par, to detach the Newquay coach. During 
the summer the non-stop run to North Road occupies 
exactly 4 hr., and Penzance is reached at 4.55 p.m. The 
colour plate which we present with this issue, showing 
the Cornish Riviera Express travelling over the more 
spectacular portion of its course, near Dawlish, will 
doubtless prove a happy reminder to many readers of 
journeys to Devon and Cornwall by this famous train. 


* * * * 


The Geared Steam Locomotive 


OMPARATIVELY large pistons connected directly 
with the driving axle or axles, and making on the 
average fewer than 500 strokes a minute, have been a 
feature of the steam locomotive since its earliest days. 
The arrangement has the virtue of extreme simplicity, 
and its traction characteristics are hardly to be bettered 
even by the electric locomotive. Only at the lowest 
speeds, when the limit of adhesion is approached, does 
the ordinary steam locomotive yield to the electric loco- 
motive of equal capacity and adhesive weight. At such 
speeds the steady turning effort of the electric motor shows 
up to advantage, for, attempts to obtain from the steam 
locomotive a pull, equal to the greatest that can be exerted 
by the equivalent eiectric locomotive, only result in wheel 
slip. Three and four cylinder locomotives have shown 
themselves to be better in this respect than two cylinder 
ones, but with these there is the disadvantage that, 
although the cylinders are smaller, the direct connection 
of the pistons with the driving axle leaves the piston speed 
approximately the same as before. Now cylinder losses 
tend to increase with the surface volume ratio of cylinders, 
and (provided port areas are adequate) to become less 
with increases of piston speed, so that any diminution 
in cylinder size should, in theory at least, be accompanied 
by an increase of piston speed. Diminishing the size of 
the driving wheels to effect this increase has certain dis- 
advantages if carried very far, and the rational alternative 
is the geared locomotive. 

In our issue for November 10, 1933, we described a 
design drawn up by American engineers for a geared 
steam locomotive, but an obvious drawback to this loco- 
motive was that it needed oil fuel, which could be burned 
with greater useful effect in a diesel engine. Now, less 
than a year later, the building of the practical geared 
steam locomotive has actually been accomplished, and by 
British engineers. In our issue for June 15 of this year 
we described a Sentinel coal burning 12 cylinder unit of 
which three have been built for a South American railway. 
In these locomotives, the piston speed is not so high 
perhaps as to offset the additional cooling effect of the 
small cylinders—the adherence to the normal type of 
sliding piston valve actuated by a link motion would 
prevent that—but on the other hand superheated steam 
at 550 lb. per sq. in. is used, and the expansion is in 
two stages. The engines are said to use only 13 lb. of 
steam per b.h.p.hr., and it is obvious that, with every axle 
driven by a geared two-cylinder engine having its cranks 
at right angles, a very even pull should be obtainable at 
the drawbar. Owing, however, to the absence of coupling 
rods, the turning effort at the driving wheels will still 
be of the kind obtainable from a two-cylinder engine. The 
locomotive proved itself on trial more than equal to the 
duties expected of it, and we think that, slightly modified 
to permit the use of coupling rods, it is just the kind of 
unit needed to handle trains having frequent stops at a 
high average speed. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Safe Speeds and Axle Loads on Narrow Gauge 
Railways 
Palestine Railways, 
Office of the Chief Engineer, 
Haifa Station, June 8 
To THE Epiror oF THE RAILWAY GAZETTE 
Sir,—I have read Mr. Bulkeley’s letter on the subject of 
safe speeds and axle loads on narrow-gauge railways with 
much interest, and in response to your suggestion I give the 
following notes of conditions obtaining on the Hedjaz Railway 
system in Palestine and Trans-Jordan, in case they may be 
of use in this interesting discussion. 
I. Route-—That part of the Hedjaz Railway system which 


Transition curves are used and grades are compensated. 
This track is calculated as safe for an axle load of 10 tons 
and for a maximum speed of 60 km.p.h. (37-3 m.p.h.). 

Ill. Rolling Stock.—The accompanying diagram shows the 
Hartmann 2-8-2 type locomotive which (together with a 
Borsig 2-8-0 with driving wheels of 1,200 mm. diameter) is 
used throughout. The Hartmann locomotive was designed 
for a maximum speed of 50 km.p.h. (31-1 m.p.h.) and is the 
heaviest in use on the line. Coach and wagon stock consists 
of bogie vehicles fitted with central buffers 

IV. Remarks.—The Hartmann engines are able to maintain 
their designed maximum speed on the straight and on reason- 
able grades, but the nature of the line precludes the possibility 
of their maintaining high average speeds over long lengths. 
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With the exception of comparatively short lengths in the 
plains of Esdraelon and Acre and on the edge of the Hauran 
plateau in Trans-Jordan the line traverses most difficult 
country, as the following table of comparative levels will 
show 


Km 


station irom Level 
Haifa 
Metres Feet 

Haifa an ae 0 1-45 + 4-76 
Affula ata ety 36-3 } + 62-4 204 -67 
Jisr el Majami 76-3 246-47 808 -42 
Samakh 86-9 186-88 612-97 
(Mekarin) Syrian 

124-6 | + 71-14 234-19 


(Deraa) Section ..| 


Km. from | 
Damascus 
Nassib (Syrio—Trans- | 


| 

Jordan Frontier) . .| 135-7 574-6 | 1,884 -69 
Mafrak ne a 161-7 711-4 | 2333-39 
Samra 185-3 559-6 | 1,835 -49 
Amman 222-0 | 737-8 2,419-98 
Kassir ; | 234-0 | 942-0 3,089 -76 
Zizia .. me . | 259-7 722-1 | 2368-49 
El Hassa | 377-8 822-0 | + 2.696-16 
Ma’an 1,074 -0 3,522 -72 


Gradients of 2 per cent. are common throughout, as are 
curve radii of 125 m., and the minimum radius is 100 m., 
or 328 ft. 

Il. Tvack.—The gauge is the unusual one of 105 cm. 
(approximately 3 ft. 5} in.) and the track is made up of flat- 
bottomed rails weighing 21-5 kg. per m. (43-34 lb. per yd.), 
secured by clips and bolts on bearing plates to steel sleepers 
of the ‘“‘ pea pod’”’ type. The rail attachment fittings give 
a range of gauge widening up to 107-5 cm. by stages of 
0-5 cm., and super-elevation is applied at the rate of 1-0 cm. 
per 9-m. rail length to a maximum of 12 cm. The complete 
track, comprising rails, sleepers and fittings, weighs 105 kg. 
per m. (211-68 lb. per yd.). The rails are 9 m. (29 ft. 64 in.) 
in length and the sleepers are spaced 14 to the rail length. 
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The maximum speed (31 m.p.h.) run on the Hedjaz Railway 
are considerably less than those set out in the table in 
Mr. Bulkeley’s letter, and 10 m.p.h. less than the safe maximum 
calculated as being equivalent to the gauge in inches. 

[t is found in practice that unless the track is given constant 
and very careful attention it rapidly loses its top and align- 
ment if subjected to continuous use at the maximum speed 
prevailing here. The weight of the track is a very important 
factor in the determination of a safe maximum speed and 
axle load, and it would be interesting to know the weight per 
yard of the rails in the tracks of the several gauges which are 
given in the table given by Mr. Bulkeley. 

In Palestine it is the practice to erect speed-restriction signs 
at the beginning of curves round which the maximum speed is 
not permissible. 

Yours faithfully, 
R. F. SCRIVENER, 
Chiet Engineer 


The Obstruction of Horse Traffic 


London, July 3 
To THE EpiTor oF THE RatLway GAZETTE 

Sir,--As an overseas railwayman home on a visit, I have 
been interested to observe how the street traffic in the 
City is obstructed at the busiest hours by slow-moving horse- 
drawn vehicles, many owned by the railway companies. The 
companies may possibly get a bit of their own back in 
this way from their motor competitors but I should say 
it can hardly be a good advertisement for the railways. 

I am, Sir, yours truly, 
“© FERROCARRIL ”’ 

[While we agree with our correspondent that slow-moving 
horse-drawn vehicles are a cause of traffic congestion, they 
were a valuable contribution to economical local delivery 
which involved short hauls and long unloading stops. With 
the introduction of the ‘‘ mechanical horse’’ a_ suitable 
alternative was provided, and, as the pages of our Road 
Transport Section have recorded, the main line railways have 
been and are to the fore in mechanising their services. As 
recently as March 16 we described the complete replacement 
of horses by mechanical transport at Farringdon Street goods 
depot, L.N.E.R.—Eb. R.G.] 
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THE SCRAP HEAP first class carriages persons who have not 


the means of travelling so expensively, 
and is besides meanly contrasted with 
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An Old Passenger Complaint Book ‘“November 1, 1822. Twenty the liberality of the Grand Junction Rail 
minutes to six o’clock. The up Road Company in this respect, the 
¥ Sa : ———HCOittrain which should have been carriages of the latter being all close.” 
Loudon and Birmingham Ratlwayp. here at 20 min. past 4 not yet There is an amusing indication of the 
i —————— arrived public’s attitude towards the railway 
NOTICE. \imost a year later, four would in the entry of a traveller who nar- 
onapnneeremnnatcn ees : ~~ Passengess issued something rowly missed his train and complained 
The Public are hereby informed, that all the Company's _ wince a ve age sub that “‘ there is a difference of about 
mab eae ee d sili ject while waiting for the 9.10 a.m. 15 minutes in the time kept at the 
Servants are. strictly enjoined to observe the utmost civility to Lond ‘hed he foll , : 
Pe) : : ) ARON, CORCESS Mi The So stations and the time kept at the 
and attention towards all Passengers; “and -the Directors . ing formal stvle P agri ‘ 
sak, diet oui tnetniies teltite eanind Bi icant fas 5 : aan taverns and inn adjoining or contin- 
age ms i Boo angry tire iorte Kd ‘We the undersigned having gent thereto.’ It was evidently con 
eG ne > 0 SUR ene eres paid our fares and having a long sidered out of the question that the 
a “oe >, ” 
purpose, and called the “Pananger's: Note Hook? distance to go beyond the ter- fault should lie with the publicans 
a— ——— m mination of this line are much rather than the stationmaster. 











Evidence of a more serious 
delinquency appears in the 
entry of a passenger who 
claimed a refund of 3d. on 
the grounds that the booking 
clerk at Euston had refused 
to give him change, pleading 


Nearly one hundred years 
apo an angry passenger 
alighted from a train of the 
London & Birmingham Rail 
way at Boxmoor station, Hert 
fordshire, and sought the 


proper quarter in which to lay f a He 
a complaint. Cunningly, the a shortage of coppers. | 
: wrote :—‘‘ As the same thing 


company spread before him 
the still unblemished pages of 
its Passengers’ Note Book. 
\ neatly printed invitation on 5 
the fly-leaf from the directors L Ww B kR 
themselves invited him, as the ait 

Offended Party,’’ to unbur- 
den himself therein. 

Few men can resist the ° ' > 
temptation to write on neatly BOXMY O} 
ruled leaves, and it is to be x 
guessed that although it was 
5 o’clock on a doubtless chilly 
November evening, and Mr. 
Robert Grimston had _ been 
charged 10s. for his first class 
ticket from Euston Square in- 
stead of the appointed 6s. 6d., 
by the time he had signed his 
name and surveyed his handi- 
work he was already slightly 
mollified. It is only fair to the 
London & Birmingham Rail- 
way to add that a brief offi- 


has repeatedly happened to 
me as well as to others, I take 
this opportunity of bringing it 
under the notice of the Direc- 
tors, because if the refusal to 
return copper money in — 

“Fe. R is not according to their orders 
WOTEBOOK = it is to be hoped that their 
. clerks may be called to ac- 
count for illegally taking the 
money of others. . . . The 
Company is alfeady in my 
debt some shillings for such 
proc eedings.”’ 

Inattention among the sta- 
tion staff at Boxmoor, poor 
protection from the elements 
for waiting passengers and re- 
fusal to admit them to the 
trains are further burdens of 
these old complaints. We 
reproduce a pithy contribution 
on the last named theme at 


PASSENGERS: 







































cial note records that the money was dissatisfied by the delay. 
returned to Mr. Grimston. Now 10 minutes past 10 . 

The Boxmoor Passengers’ Note Book, o’clock.”’ ; Putiich cce-verrsi) ater 
which we illustrate here, was in use Yei another victim, a o Ke want of Dee: 
from 1838 to 1851, and provides an doctor, wished to be asso at Avent rive Me foodrAs - hagas 
illuminating if unflattering record of ciated with the same com- Matas a OLE MOS ET Fhe 
early railway history. However, the plaint, and also launched hive fw eee sees’ 4 ee 2s q 
fact that it did service for thirteen an attack from a new Satan An frecan evitewed i “i tsartaatite 4 
years and that only 24 of its pages were quarter by adding :- pafrdrycie poh wt Ayre 6 crm ty 
filled, some of those by an indecipher- ‘* While complaining 96 ve anpestd Khe laden sag q 
able gentleman who seems to have re- on one point, I may take rh | one wao allyurA . ey « CL nS tT 
corded his comings and_ goings’ by the opportunity of stating oral tight ee Anck oon: ae Ge ents 
signing his name and the date, suggests that the comfortless state lilpe cp cere Bret en BE events.” 
that the L. & B.R. was far from being of the second class car- le gh se men tae eseusy 
the Gorgon some of its patrons may riages is disgraceful to the : ob Le Pann at a fe & , 
have thought. Company. As a medical i "he Ke Ba Meck rnraf le ty lady: 

Unpunctuality was apparently its man, I now record the iat | te” SP hele SE Meek z. 
principal failing. Turning the pages of opinion that an utter dis- Oe Se eter yy d 
the book, one visualises the angry regard of the health of LA ATANS }- VRE an ckgitle?) ttt, 
twirling of fierce Victorian moustaches, the community is shown Portuspd+s> Na 7 tod = “Zo 
the stamping of impatient and chilly in the open state of these 22 Jub ayer Y oe ern 
feet, and trains arriving imperturbably carriages. . . . The parsi- \\) 
up to an hour or more behind time. mony which refuses a Bix Cie. 
Many of the entries are voluminous, but moving curtain on _ the a mg ‘ 5 rv. 
Christian resignation coupled with weather side of the car- «am 
fatigue seem to have forced a tragic riage is utterly cruel. The , 





simplicity upon the clerical author of | object of it is to encour- 
the following :— age receipts by forcing into 
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the bottom of the previous page. 
After so much on the debit side, 


it is pleasant to turn to the credits. 
Although ostensibly for the purpose of 
noting complaints, the book contains 
a proportion of appreciative entries 
which deserve quotation. First, here 
is one to gladden the hearts of lost 
property officials. It runs—‘‘ Mr. 
Aston Key wishes to bear testimony to 
the exactness of the guards, &c., in 
returning whatever he has at different 
times left in the train.’’ 

Then there is the following tribute, 
signed with seven names :—‘‘ Having 
been in the habit of travelling fre- 
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quently to and from this station we 
consider it merely an act of Justice to 
the persons employed by this company 
to bear testimony to the uniform 
civility and attention we have experi- 
enced.”’ 

One final quotation in this strain 
may be regarded as a compliment or 
otherwise as the reader wishes. The 
year of entry is not stated, but was 
probably 1841. It runs:—‘‘ On 
Friday 27 May the train arrived 
exactly to its time—S. Snookes.’’ 

We should like to think that in these 
words we have contemporary witness 
to the dawn of the conception of punc- 
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tuality obtaining to-day on_ the 
L.M.S.R., but accuracy compels us to 
turn the pages of the book through 
another nine years of recriminations 
to the last entry, in which no less than 


seven passengers © subscribe to the 
following :— 


‘‘ We the undersigned beg to com- 
plain of the train due here daily at 
9.10 being always behind its time.’’ 

We are indebted for the loan of this 
volume to Mr. W. E. Bradbury, M.B.E., 
who retired in 1924 from the position of 
Assistant to Chief General Superin- 
tendent (Naval and Military) L.M.S.R. 

-Ep. R.G. 








PUBLICATIONS RECEIVED 


Appendix to the Official Hand- 
book of Railway Stations, &c., 1934. 
London: The Railway Clearing House, 
Seymour Street, Euston Square, N.W.1 
9} in. X 8 in. Pp. 208. Price 2s. 6d. 
The present issue of the appendix to 
the Railway Clearing House handbook 
of stations &c., contains all additions 
and alterations since the 1929 appear- 
ance of the complete list. Apart from 
the information regarding stations and 
theiraccommodation, additions, changes 
and deletions in the names of companies 
are shown. Since the appearance of 
the last appendix in 1930, three more 
light railways have been closed down. 
There have been three additions to the 
list of names of railway companies, 
namely the Great Western-Cambrian 
(Vale of Rheidol), the London Passenger 
lransport Board, and the Mid-Notting- 
hamshire Joint (L.M.S. & L.N.E.) 


Railway, 
Services in 


Horaires 
Steamer, Air, and 


Mayeux. 
Motor 


France. Published monthly by Edi- 
tions Mayeux, 3, Rue d’Edimbourg 
Paris, VIlle 10 in 8} in. x fin. 
240 pp. Paper covers. Price Fr. 5 

This is an admirable compilation. Much 
more convenient in size for travel 
purposes than its larger brother, the 
Indicateuy Chaix (which is the French 


““ Bradshaw,” and gives the services 
to every station and halte in France), 
the Horaires Mayeux simplifies its tables 
by omitting many of the minor stop- 
ping-places, which are of little import- 
ance to the average business traveller. 
The tables are models of clarity, and 
assistance is rendered by route maps 
at the left-hand each long- 
distance table, showing the points of 
divergence and destinations of all 
branches, with their appropriate train 
service table number. A valuable 
addition, on an inset of pink pages, is a 
summary, alphabetically arranged, of 
alternative routes between various im- 
portant towns and cities, with references 
to all the train service tables concerned, 
so that an intending passenger may 
readily be able to ascertain if a quicker 
service is available by a more circuitous 
route. Another inset, of blue pages, 
gives through routes to and from other 
countries, again clarified by diagram- 


side of 


matic representations of the alternative 
routes available. There are several 
other original features about this guide, 
the format of which is worthy of imita- 
tion in this country. 


Golf Courses and Bowling Greens. 

Facilities for two games with a wide 
following are set forth in new booklets 
published by the Great Western Rail- 
way. ‘Golf Courses ”’ opens with a 
sprightly foreword by Peter Lawless, 
Golf Correspondent of The Morning 
Post, illustrated in the appropriate 
vein by “ Mel.”” The golf courses are 
listed alphabetically, with particulars 
of fees, membership, and regulations 
for visitors. Cheap travel facilities for 
parties and the areas in which holiday 
season tickets are available are sum- 
marised at the end of the book. A 
folding map of the G.W.R. system shows 
the golf courses served and adjacent 
hotels owned by the company. ‘* Bowl- 
ing greens and Clubs,”’ is designed on 
similar lines, with a foreword by Mr. 
S. W. P. Walpole, Honorary Secretary 
of the London and Southern Counties 
Bowling Association. 


Twist Drills. By B. H. Chambers. 
Sheftield, 1934: Edgar Allen & Co. 
Ltd. Imperial Steel Works. 8} in. 
54 in. Pp. 143. Price 5s. net (cloth), 
3s. 6d. net (limp covers) Much of the 
information in this comprehensive text- 
book on twist drills is of a type which 
cannot readily be found elsewhere. The 
author is manager of the Small Tools 
Department of Edgar Allen & Co. Ltd., 
and his chapters on the practical 
aspects of drilling and metal working 
embody the results of the most modern 
experience. A brief survey of the 
history of twist drills is followed by a 
copiously illustrated account of their 
manufacture. Modern practice in de- 
sign is then considered, followed by 
notes on the drilling of various metals 
and compositions. The drilling and 
working of manganese steel receive 
particularly detailed attention. After 
hints on the maintenance and use of 
twist drills, illustrated, like the rest of 
the chapters on workshop points, with 
excellently clear diagrams, Mr. Cham- 
bers turns to the design of shanks and 


chucks for perfect alignment in drilling. 
The laws of drill performance are illus- 
trated by a series of graphs. The final 
chapters discuss drill design and the 
future and give the British Standards 
of drill nomenclature and classification. 
A complete index adds to the value of this 
interesting and practical reference book. 
The Motor Transport Year Book 
and Directory (Garcke), 1933-34. 


London : Electrical Press Limited, 
13-16, Fisher Street, W.C.1. 83 in. 


54 in. 888 + Ixxviili pp. Price 30s. 
net.—This well-known annual appears 
for the eighteenth time and _ follows 
much the same lines which have proved 
so useful in recent years. We are 
reminded that there have been changes 
in the industry by the fact that the 
directory of directors and officials now 
contains but 5,000 names instead of the 
6,000 which appeared in the previous 
year’s volume. Similarly, one notices 
that not so much space is required for 
the financial and descriptive particulars 
of motor transport undertakings and 
municipalities, the natural result pre- 
sumably of the amalgamations and other 
changes of that order which have 
occurred during the past year. The 
chapter giving the general summary of 
the law affecting both passenger and 
goods vehicles witnesses to the many 
changes which have taken effect during 
recent months and should be found very 
useful in enabling a concise survey of 
the law to be quickly made. For the 
rest, the book is as full of usefulness as 
ever, and wherever it is to be found 
it is certain to be well used not only 
for the great amount of information 
which it contains, but for the ease with 
which the facts can be reached. 


Steel Wheels and Axles.—Had- 
fields Limited, of Sheffield, sends an 
illustrated folder describing steel wheels 
and axles for colliery tubs or wagons. 
By the use of toughened cast steel for 
the wheels and special wear-resisting 
steel for the axles great durability has 
been combined with a weight that is 
kept very low for the carrying capacity. 
An illustration of two pairs of Hadfields’ 
wheels and axles after service for 33 
and 30 years respectively testifies to 
their hard-wearing qualities. Wheels 
can also be supplied to the same 
pattern in manganese steel for extra 
heavy duties. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


Advantages of Government ownership in New Zealand— 
Pneumatic tyred railcars in southern AfricamRemarkable 


construction developments in China—Purchase of com- 
panies’ lines in India—Leopoldina wages commission 


NEW ZEALAND 


Railways and State 

One advantage of State ownership of 
railways in this country is the ease with 
which arrangements can be made for 
the railways to come to the assistance 
ot primary producers. Owing to the 
hardship occasioned to farmers by the 
depression, the Government last year 
decided to reduce railway freights on 
some of the principal farm products by 
15 per cent. The Railways’ Board, 
however, did not have to bear the cost 
of the reduction. Instead, the Govern- 
ment arranged that the Department of 
Agriculture should meet the debit for 
the 15 per cent. difference, so that 
everyone was satisfied. Owing to the 
recent improvement in the position of 
the sheep farmer and cattleman through 
higher prices for wool, hides and skins, 
the reduced rates upon these commodi- 
ties ceased as from April 1 last, but 
remained in operation for such products 
as butter, where prices are still de- 
pressed. A simple Order-in-Council 
adjusted both charges, without affect- 
ing railway revenue, but at the same 
time gave the necessary relief to pro- 
ducers by railway tariff changes. 


Successful New Line and Improved 
Passenger Services 


The returns to date from the 
Stratford main trunk line, a recently 
opened 100-mile direct northerly con- 
nection between the dairying province 
of Taranaki and the Wellington-Auck 
iand main trunk line, have been so 
much better than anticipated that the 
Government Railways Board is con 
sidering the replacement of the tri 
weekly service which has been operat- 
ing since this line was opened by a daily 
express. Although considerations of 
economy have enforced the running of 
tri-weekly number of 
lines, the railway administration is fully 
aware of the disadvantage to the public 
of intermittent services of this nature, 
and the tendency now is to run daily 
services wherever possible and to speed 
up the running. This policy has helped 
greatly in recovering and _ increasing 
passenger tratfic throughout the New 
Zealand lines. 


services on a 


Railway Bookstalls 
Owing to lessees at certain railway 
bookstalls failing to make a success of 
their business, the Railway Departmen 
some time ago took over the stalls 


because they were necessary for public 
convenience, and ran them with its own 
staff. It was found that a_ better 
service could be given and_ better 
revenue obtained than from the rents 
paid by private contractors. Later 
some of the larger bookstalls were taken 
over as leases expired and the railways 
found their revenue returns much im- 
proved by the change, and public satis- 
faction was general in regard to the 
improvements made in the stands them- 
selves and in the service given. A con- 
siderable number of other bookstall 
leases expire almost immediately, and 
the Railways Board has decided to take 
over all these where this can be done 
with advantage to the department’s 
general business arrangements. 


SWITZERLAND 


Accidents in 1933 
In 1933 there were 607 accidents on 
the Swiss railways as compared with 
744 in the preceding twelve months. 

These accidents may be 
follow: derailments in stations, 27; 
derailments on the open track, 19; 
collisions in stations, 22; collisions 
on the open track, 6; other accidents 
causing personal injury, 454; other 
accidents not causing personal injury, 
79. The derailments were caused by: 
defects in the track, 2; obstacles on 
the track, 6; defects in point mechan 
ism, 13; damaged vehicles, 7; various 
and unknown causes, IS. The col 
lisions were due to: the meeting of 
two trains or running into detached 
vehicles, 15; shunting 8; collisions with 
trams, etc., 5. These accidents caused 
the death of 49 and injuries to 445 
persons. Several accidents were due to 
the imprudence of Forty 
persons committed suicide by throw- 

ing themselves under trains. 


classed as 


passengers. 


MOZAMBIQUE 


Micheline Railcars 


[he administration of the C.F.L.M. 
(Caminhos de Ferro de  Lourencgo 
Marques) has placed orders for two 
Micheline railcars, which are to be put 
into service shortly on the Lourencgo 
Marques-Ressano Garcia main line and 
the Lourengo Marques-Vila Luiza 
branch line. These will be the first 
pneumatic tyred railcars to operate in 
southern Africa. The vehicles wil! 
accommodate 18 first class passengers 
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and will have a luggage compartment 
to carry 600 lb., while a trailing coach 
will be hauled conveying 12 third class 
passengers and 400 lb. of luggage. The 
body of the railcar will be _ of 
aluminium with an internal heat-resist- 


ing insulated lining, while other 
features are a_ toilet compartment, 
electric lighting, good vision for the 


passengers, and the Lockheed brake 
system operating on the twelve wheels. 
The length of the railcars will be 42 ft. 
6 in., the width 7 ft. 9 in. and the 
weight of the empty car in running 
order, 6 tons. The results of operating 
these light-weight railcars of modern 
design will, no doubt, be watched with 
interest by other railways in the sub- 
continent. 


CHINA 


A Spate of New Railway 
Constructions 


According to the Chinese Economic 
Bulletin, great construction activity is 
now evident all over China. For in- 
stance, the first 13 miles of the Tung- 
kwan-Sian section of the Lung-hai 
Railway from Tungkwan to Huaying 
have now been completed and were to 
have been opened for traffic in April. 

The Kau River bridge between Nan- 
chang and Niuhsing on the Kiukiang- 
Nanchang Railway is to be begun im- 
mediately and materials are already 
arriving at the site. A station to serve 
the projected Yushan-Pinghsiang Rail- 
way is also to be constructed at Nan- 
chang and materials for it are being 
collected. 

Proposed Kiangsi-Hupeh Railway 

The Ministry of Railways has ap- 
proved the final estimates in regard to 
the construction of the Kiangsi-Hupeh 
Railway. The line starts from Saho, 
on the Nanchang-Kiukiang Railway 
and connects with the Canton-Hankow 
railway via Juichang and Yanghsing. 
The work of construction will begin 
within six months, and will be com- 
pleted in three years. 

Kiangsu Provincial Developments 

To carry out its plans for the de- 
velopment of northern Kiangsu, the 
Provincial Government has decided to 
build a railway linking Nantung, an 
industrial centre in northern Kiangsu 
on the north bank of the Yangtse, 
with Haichow (Tunghai), an important 
port on the north-eastern coast of the 
province, and the eastern terminal of 
the Lunghai Railway. The line will 


have a length of 500 li (170 miles), 
and is expected to be completed 
within two years. Survey work 
was to have been finished at the 
end of May, and construction was 
expected to start in June. A 


$70,000,000 loan is to be raised by the 
Provincial Government for this pur- 
pose. The projected line, which will 
be over 470 li (160 miles) long, is to 
start from Nantung and pass through 
the districts of Tungtai, Jukao, Yen- 
cheng, Huai-an, and Lienshui to Hai- 
chow. This line will connect the 
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Lung-hai Railway in the north with 
the Yangtse River in the south, and 
will develop the Kiangpei area. 


Nanking-Chaokuan Railway 
Approved 

As construction of the Wuhu-Chapu 
Railway is nearly completed, the 
Kiangnan Railway Company has drawn 
up plans for the construction of the 
Nanking-Chaokuan Railway, which 
have been approved by the Ministry of 
Railways. According to estimate an 
expenditure of $30,000,000 will be 
needed. The line is divided into five 
sections—Nanking-Wuhu, Wuhu-Sun- 
kiapu, Sunkiapu-Kiangshan, Kiang- 
shan-Yenping, and Yenping-Chaokuan, 
and construction work on the first sec- 
tion will be completed before the end 
ot June. 


Project to Complete S.H.N. Line 


In view of the early construction of 


a bridge across the Tsientang River, 
the Shanghai-Nanking and Shanghai- 
Hangchow-Ningpo Railway Adminis- 


tration is planning to complete the 
unfinished section on the S.H.N. line 
from Hsihsing to Shaohsing, 78 kilo- 
metres, the cost being estimated at 
about $5,600,000. The administration 
is going to buy land along the line, and 
it is estimated that when the line is 
working it will bring about $600,000 
additional revenue to the railway ad- 
ministration annually. : 


INDIA 


Future Railway Policy in India 

On the occasion of the visit to 
Madras of His Excellency the Viceroy 
during last cold weather, the South 
Indian Chamber of Commerce pre- 
sented him with an address of welcome, 
in which the Chamber requested an in- 
dication of Government policy towards 
the future of Indian railways. His 
Excellency in reply observed that the 
question of taking over the administra- 
tion of company-managed railways as 
their contracts fell due for termination 
must be considered on the merits of 
each particular case. An indication of 
Government policy in this matter 
could be found from the fact that until 
economic causes made it necessary to 
restrict borrowings as much as possible, 
every railway whose contracts fell due 
for termination was purchased by the 
State. Purchase of the Assam Bengal, 
the Bengal & North Western and the 
Rohilkhund & Kumaon Railways was 
found to be unremunerative at the rate 
of interest then prvailing for loans and 
was, therefore, deferred by negotiation 
for 5 or 10 years, although such proce- 
dure was not provided for in the 
original contract. 


The Chamber’s Views 


It is noteworthy that the Chamber 
of Commerce recommend the purchase 
oi railways on the termination of exist- 
ing contracts although they consider 
that the benefits of State management 
have still to be proved. Opinion in 
this country inclines towards State- 
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management as opposed to the 
management of State-owned railways 
by companies domiciled in England 
with comparatively little financial 
interest in the railway undertakings. 


Reduction of Third Class Fares 


Some members of the Bombay 
Advisory Committee of the B.B. & C.1. 
Railway recently suggested a reduction 
of third class fares on the system so 
as to fall into line with similar reduc- 
tions on the G.I.P. and N.W. Rail- 
ways. The Chairman pointed out that 
the reductions on the two last-named 
railways were in the nature of an 
experiment. Moreover, the B.B. & 
C.1. third class fares, with small excep- 
tions, compared favourably with the 
reduced fares on the G.I.P. railway. 


Madras Electric Lines and Road 
Competition 

The South Indian Railway adminis- 
tration is strenuously attempting to 
counter road competition on the elec 
trified section between Madras and 
Tambaram and between Madras and 
Conjeevaram. The buses have reduced 
their fares on the former section to 
the level of railway charges and con 
tinue to carry a _ substantial traffic. 
On the Conjeevaram route the reduc 
tion of fares by the railway has been 
followed by a corresponding reduction 
in bus charges and the advantage of 
free transport of luggage either per 
sonal or for commercial purposes, 
afforded by the buses turns the scale in 
favour of the latter. The railway has 


now announced that bazaar articles, 
such as fruit, vegetables, bundles of 


clothes and other small articles which 
can conveniently be placed on the rack 
or under the seat may be treated as 
luggage and carried without charge to 
the extent of the free allowance. 


Reduction Proposed in Classes of 
Tickets 

Sir Percy Rothera, Agent of the 
South Indian Railway, has invited the 
opinion of thé members of the local 
Advisory Committee on the proposal 
to reduce the number of classes in 
the electric trains from 3 to 2. A note 
on the subject drawn up in the railway 
offices has been distributed to the 
members. 


Proposed Indian Dining Cars 

The question of running dining cars 
on the Peshawar express trains of the 
G.I.P. Railway for Indian passengers 
accustomed to inexpensive meals of an 
orthodox nature was discussed at a 
recent meeting of the Local Advisory 
Committee of the railway. It was 
decided to introduce, as an experiment, 
two refreshment cars, one at each end 
of the train, in which Hindu and 
Mohammedan vendors would cater for 
the needs of passengers. The Agent of 
the East Indian Railway has also 
agreed to consider the possibility of 
running a restaurant car for lower 


class passengers on one of the long 
distance trains during the coming 
winter. 
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BRAZIL 


Leopoldina Railway 


As the outcome of the labour 
troubles early in April, a Commission 
was appointed by the Government to 
examine in detail the Leopoldina Rail- 
way Company’s financial situation, 
with the object of deciding to what 
extent the men’s demands for increased 
wages could be met. This Commission 
recently presented its report, in the 
course of which is recorded the 
unanimous conclusion that, in view of 
(4) the alarming decline in_ gross 
receipts in the last 5 years; (b) the im- 
possibility of reducing expenses pari 
passu with the falling revenue, and (c¢) 
the adverse exchange situation and 
incidental blocking of funds awaiting 
liberation for the purpose of meeting 
obligations at home, it was impossible 
reasonably to expect the company to 
accede to the men’s final demands, 
which, without taking into considera- 
tion members of the staff in receipt of 
over 500 milreis a month (who had 
been included in the preliminary de- 
mands), would involve an increase in 
the railway’s wages-bill of all but 
10,000 contos annually. 


Part of Men’s Demands to be Met 


Actuated, however, by the prospect 
of more favourable results being re- 
corded in the current year—a prospect 
which both the figures for the initial 
5 months, and the probability of 
enhanced coffee-carryings during the 
second half of the year, seem to 
justify—the commission is of opinion 
that the company can reasonably grant 
increases up to a total of 4,700 contos, 
although it is interesting to note that 
the one dissentient from unanimity in 
this case was the President of the Com- 


mission himself, Snr. Muniz Freire, 
appointed by the Finance Minister, 
who placed the “ limit’’ figure at 


3,500 contos. 


Existing Low Fares Recognised 


The report significantly alludes to 


the relatively low basis upon which 
passenger fares (both the ordinary 
kilometric and, more particularly, 


those charged on the suburban and 
Petropolis trains), are fixed on the 
Leopoldina, falling short even of the 
scale in force on the Central Railway, 
which in itself is preternaturally low. 

There is little doubt that, if the addi- 
tional onus of increased disbursements 
in wages is to be shouldered by the 
company without seriously endangering 
the payment of fixed charges, the time 
is now ripe for the presentation of a 
petition to the Government for a com- 
plete revision and overhauling of fares 
and rates in general, as well as the 
statutory limitation of road-hauliers’ 
powers, whose unfair freedom of action 
has, with the long-continued industrial 
and economic crisis, contributed so 
largely to the parlous condition, not 
only of the Leopoldina, but also of all 
railways alike. 
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SAVING £400,000 ON THE BRITISH RAILWAYS 


“ The necessity for economy was still paramount, 
and much loss had been occasioned by gangs 
having to walk from place to place. The intro- 
duction of petrol trolleys, if extended to the four 
railways, would mean an aggregate saving of 
about £400,000 per annum without loss of effi- 
ciency.” Report of Mr. R. Carpmael’s remarks 
at the annual dinner of the Permanent Way 
Institution, January 28, 1933 


ry. HE economy above referred to by Mr. Carpmael, the 

Chief Engineer of the Great Western Railway, is 

known on that system, on which it was introduced 
first, as ‘‘ the motor trolley system of maintenance.’”’ It 
had its origin in the desire of Mr.—afterwards Sir—James 
Inglis, then Chief Engineer of the Great Western, to avoid 
the necessity, under the former Rule 248, of having a 
flagman in each direction to protect the platelayers’ trolley 
when it was used on a single line. That led to the inven- 
tion, by Mr. C. M. Jacobs, of the Great Western Railway, 
of the occupation-key, which was placed on the market 
by Tyer & Co. Ltd. 

At first, the Great Western applied the term ‘‘ economic 
system ’’ to the control of the movements of the trolley 
by means of the occupation-key. The term was very 
fitting because it not only saved flagmen, but also the time 
otherwise spent in going to and from the signal-box, first 
to obtain the signalman’s permission to block the line, and 
afterwards to cancel the permission. A great advance was 
made upon Mr. Carpmael’s initiative on the Great Western 
in 1928 by the provision of petrol-driven trolleys, first on 
the section of the former Midland & South Western Junc- 
tion Railway between Rushey Platt Junction and Ciren- 
cester, and subsequently, due to its success there, on other 
sections of single line. An important feature of this 
system is the ease with which materials can be handled, 
by means of a trailer attached to the gang trolley. Under 
the motor system a gang is able to maintain an average 
of twelve miles of running line, compared with six miles 
under the system employing mechanical trolleys. 

From some figures given to the writer at the beginning 





of the present year by Mr. Carpmael, it appears that the 
motor trolley system of maintenance was then in use on 
44 branches, covering 799 route miles, and that within 
a few months the length would have reached 977 miles. 
It is, further, intended to apply the principle to double 
lines, and an experiment therein is to be made on the 
Market Drayton branch. In the same connection it may 
be recorded that the Great Western Railway Magazine for 
January, 1934, reported that motor trolley maintenance 
was introduced on eight branches last year, which work 
involved the provision of 22 occupation control instru- 
ments, 133 occupation-key boxes, 36 occupation-keys and 
112 telephones. 


Trolley Token Control 

In all three areas of the London & North Eastern Rail- 
way, also, the motor trolley system of maintenance has 
been even more widely adopted. Additionally, as related 
farther on, there has been developed, in the Scottish Area, 
a system of maintenance wherein road motors and road- 
rail motors are employed. An article on the protection 
of trolleys on single lines appeared on page 331 of THE 
RAILWAY GAZETTE for March 4, 1932. The system there 
described was as employed in the North Eastern 
Area, of which the first installation was on the Hawes 
branch, this being opened early in 1930. Since then 
the arrangements have been modified and no longer, 
for instance, is there an electrically-locked plug-box 
at each occupation post, as described in that article. There 
is, instead, the simple and inexpensive four-pin socket 
connector shown in Figs. 1 and 2. Fig. 2 shows the single 
line between Sunbeck and Gilling, a distance of about 
103 miles. The electric tablet is in use, with a Sunbeck- 
Coxwold section and a Coxwold-Gilling section. Instead 
of there being, as just described, a plug box in each signal- 
box and at each occupation post, there is a simple four- 
pin socket or connector, without electric locking, at each 
of the points named. For each block section a key box 
is fixed in the signal-boxes controlling the section. They 
are marked P in Fig. 2, making four in all for the two 
sections Sunbeck to Gilling. Each trolley is also fitted with 
a similar key box. In the signal-boxes there is a connector 
for each block section, viz., C1 and C5 for the Sunbeck- 
Coxwold section and C6 and C11 for the Coxwold-Gilling 
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Fig. 1—Diagram of single-line section equipped for electrical protection of trolley 
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Fig. 


2—Sunbeck-Gilling section, North Eastern Area, L.N.E.R., equipped with four-pin socket connector for single- 


line trolley working 


section. At each occupation post there is also a connector, 
viz., C2, C3, and C4 between Sunbeck and Coxwold and 
C7, C8, C9, and C10 between Coxwold and Gilling. 
What is called in the North Eastern Area the occupation 
key-plug, consists of a length of four-core flexible cable 
fitted with an ordinary four-pin plug for attachment to 
the trolley and a special configurated four-pin plug at the 
other end for connecting to the socket on the occupation 
post. The key is fastened to the flexible cable by means 
of a chain which prevents its becoming detached. The 
occupation switches are at Coxwold and Gilling and are 
marked S in Fig. 2, and are operated as described in the 
article to which reference has been made. The key-plugs 
for the two sections are normally kept at the garage in 
each section, C3 and C9, when the trolleys are in the 
garages. When the trolleys are being used, the key-plug 
is either at an occupation post or in one of the signal- 
boxes. The flexible cable of the occupation-key plug is 
incidentally of such a length that when the trolley is at 
an occupation post it must be clear of the running line, 
or the plug at the loose end of the cable cannot be inserted 
in the connector on the occupation plug post. Just as the 
tokens used for controlling single lines have certain con- 
figurations that prevent their use in any other section 
than their own, so the connectors in the Sunbeck-Coxwold 
section differ from those in the Coxwold-Gilling section; 
the former have, as seen in Fig. 2, connectors A, and the 
latter have connectors B. The garage for the Sunbeck- 
Coxwold section is at occupation post No. 3, Fig. 2, and 
that for the Coxwold-Gilling section is at occupation post 
No. 9. 

The accompanying photographs show the interior of 
Coxwold signal-box; Fig. 3 is the apparatus for working 
from and to Sunbeck and Fig. 4 is that for the Coxwold- 
Gilling section. In this connection it must be remembered 
that Coxwold controls the section towards Sunbeck but 
that the Coxwold-Gilling direction is controlled from the 
box at the latter point. Thus, the Sunbeck direction appa- 
ratus shows a switch, but the Gilling direction has none; 
the latter has only a key-box, with connector 6, in which 
the occupation key-plug for that section may be inserted 





in order to clear it when the trolley that has come from 
the Gilling-Coxwold section is going forward into the Cox- 
wold-Sunbeck section. 

It may here be remarked that in a block-section where 
there may be two gangs and two trolleys, two occupation 
key-plugs are provided which are so electrically interlocked 
with one another, and with the single line token instru- 
ments, that only one of the key-plugs can be free at the 
same time, and this only if the single line instruments are 
switched out of commission. The two key-plugs are con- 
trolled over one line wire. Further, the levers working 
the out-door signals can be interlocked with the key-plug 
just as is the procedure in what is known as starting signal 
control. Suitable protection is provided for a trolley to 


have a trailer. 









‘Fig. 3—Interior of Coxwold 
signal-box with instruments for 
Coxwold-Sunbeck section 
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Fig. 4—Interior of Coxwold signal-box with instruments for 
Coxwold-Gilling section 


The key-boxes on double lines in the North Eastern 
Area are controlled from the signal-box at the entrance 
to the section concerned and are released, after the usual 
telephonic communication from the trolley, by means of 
a plunger in the signal-box. 
down line from Brompton box, Northallerton, to Eagles- 
cliffe South box, of the Leeds Northern section, and on the 
corresponding up line to Northallerton, the trolleys are 
controlled by this method. There are garages at Bromp- 
ton, Picton and Yarm boxes and six intermediate occupa- 
tion posts, with connectors as before described. Trolleys 
are.used in this way on the York-Northallerton automatic- 
ally-signalled area for the signal maintainers to test the 
signals and for the conveyance of signal material. 

Apart from token-controlled sections of railway, the 
schemes applied in the North Eastern Area are a variation, 
to meet working conditions, of those in force in the 
Southern Area, which latter were developed by the Signal 
and Telegraph Department to meet the 11 different classes 
of block working obtaining in that area. 

The first application of trolley protection in the 
Area was installed early in 1930, and was for 
line on the North Wales section where three-wire 
block is in use. 

Before describing the arrangements in the Southern 
Area, two important factors bearing on the general prob- 


Southern 
a double 
telegraph 
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Fig. 5 shows that on the. 
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lem arose; one was that the methods adopted had to be 
submitted to, and approved by, the Ministry of Transport. 
The other was that, although the application of trolley 
protection to Tyer’s electric token instruments had been 
in use some years on the Great Western Railway, no such 
devices had been designed for other types of block-work- 
ing. As it was not economical to change the basis of the 
block-signalling apparatus and to substitute costly electric 
token instruments, Tyer & Co., appreciating this ad- 
vantage to the railways, and having acquired the rights 
to manufacture, are now supplying trolley protection 
apparatus suitable to all forms of block-signalling. For 
example the two lower illustrations on page 342 of our 
issue of March 4, 1932, show the occupation apparatus 
applied to electric train staff instruments. 
The Telephone-Token 

The principal variation in the Southern Area is that 
in place of what we have described as the occupation-key 
plug, a telephone-token, carried in a teakwood or metal 
case, is adopted. When not in use it is kept in a cup- 
board in the signal-box at X, Fig. 6—which is illustrative 
of a section controlled by Tyer’s key-token instruments— 
and held there by a chained key under electrical control. 
In the middle of Fig. 6 will be seen the telephone-token 
cupboard found at each occupation post. The door of the 
token cupboard is open, the lid of the telephone case lifted 
and the telephone out ready for use. The two-way plug- 
ging-in socket and the chained key are the only equipment 
in the lineside token cupboard and there is a correspond- 
ing two-way socket and chained key in each signal-box. 
When normal traffic working is in force the trolley is off 
the line and the telephone token locked in by one of the 
chained keys, and the token locking switch in the signal- 
box indicates normal. When it is necessary to allow the 
trolley to be placed on the line in the section, the signal- 
man at X advises Y by block code or telephone, and, if 
both men are agreed that the line may be obstructed, 
provided that no train-working token is out of either of 
the single line token instruments and provided also that 
the starting signals at both ends of the section are at 
danger, the man at Y sends a releasing current over the 
token instrument line wire which permits the signalman 
at X to turn the locking switch from normal to trolley on 
line. This puts the train-working instruments out of 
phase and allows the man at X to send a releasing current 
which permits of the telephone token being unlocked and 
the chained key withdrawn from the lock thereby releas- 
ing the latter and enabling it to be removed. It thus 
becomes the token authorising the ganger to be in posses- 
sion of the section. The train-working instruments and 
starting signals remain locked until the telephone token 
has again been locked in by means of one of the chained 
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Fig. 5- Diagram of trolley control on double line, North Eastern Area, 


L.N.E.R., by signal-boxes through key-boxes 
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Fig. 6—Diagram of single line section controlled by Tyer’s key-token instruments showing telephone 


—__- 


STARTING >}—— 
SIGNAL : 


cupboard, instrument and portable telephone token 


keys, either at one of the intermediate occupation posts 
or in a signal-box. 

The clearance of the section when the trolley has been 
taken off the line at an occupation post is achieved by 
the ganger taking the telephone token to the cupboard 
at the occupation post. After plugging the token to the 
socket in the cupboard to establish telephonic communica- 
tion with the signal-boxes at X and Y, he inserts and turns 
the chained key, which is fixed in the cupboard, in the 
electrically-controlled lock of the telephone token, thereby 
anchoring the box in the cupboard, as the key becomes 
backlocked in the lock. The telephone token is provided 
with a switch key which, when turned to the left, calls 
the signalman at X. After the signalman has answered 
and has been advised that the trolley has been removed 
from the line the ganger turns the switch key to the right. 
Subject to the telephone token being effectively locked 
to the chain key, this operation sends a releasing current 
which enables the signalman at X to restore the locking 
switch to normal. When that has been done, the train- 
working instruments are again put in phase and normal 
traffic working can be resumed, the telephone token being 
electrically locked up in the telephone cupboard. 

A typical illustration of trolley control on a double line 
in the Southern Area is given in Fig. 7. Here the lines 
are operated on three-wire, three-position block instruments 
and the trolley has to carry a portable telephone token, 
as was illustrated in connection with single lines. It is, 
of course, necessary to protect the trolley only on that 
line on which it is working. Taking the up line as the 
one that is to be obstructed, one condition would be that 
the up line commutator in B should be in the line blocked 
position. The man at A will ask B to release the block 
locking switch, but he cannot send current in response 
unless his starting signal is at danger. If B agrees, 
the latter turns his own switch from normal to trolley on 
line and a telephone-token at A is released and employed 
as in the single line example. While the telephone token 
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is in use the starting signal at A is locked at danger 
and B cannot turn his commutator to line clear; A can, 
however, indicate train on line if required. The cupboard 
at the occupation post has to accommodate one two-way 
socket for the up line and one for the down line. As only 
one trolley works in the section there is only one tele- 
phone-token which can be put into operation from either 
A or B, according to whether the trolley is to work on the 
up or the down line. 

A difficulty was experienced in devising a suitable 
equipment for use on those single lines where staff-and- 
ticket is in force, because of the necessity of controlling 
the issue of the tickets. This has been overcome by sub- 
stituting metal tickets for the usual paper type, and before 
the telephone-token can be issued not only must the staff 


‘be in the staff-and-ticket box at one or other of the stations 


concerned but the tickets are electrically counted to ensure 
that no issued ticket is out at either end of the section. 

It may be added that the L.N.E.R. Southern Area 
telephone-token has an ingenious ball-and-socket arrange- 
ment which prevents the lock being released by gravity 
if the token is turned upside down; also that Tyer & Co. 
have other examples that show the flexibility of trolley- 
token control. For instance, it can be fitted to permissive 
working—a feature generally to be met with overseas. 

In the Scottish Area, motor trolleys are worked under 
arrangements similar to those in the North Eastern Area, 
a total of 22 motor trolleys having been authorised for 
use in the maintenance of 239 route miles. A larger use is 
made of road-motor lorries for maintenance purposes. In 
Scotland it happens that many of the main and subsidiary 
roads run practically adjacent to the railway, thus making 
such a system particularly effective. No expenditure is 
necessary for the fitting of occupation posts or telephones, 
while a great advantage is that the lorry can be run at 
the most suitable time for the men, with no relation or 
interruption to railway traffic, permitting more elastic 
working than is possible with a rail trolley. A total of 
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Fig. 7—Double-line trolley control, Southern Area, L.N.E.R. with three wire, three position block instruments and 
portable telephone token 
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33 road motors has been authorised for the maintenance 
of 384 route miles. 

A combination of these two systems is effected on the 
West Highland Line, where certain portions of the track 
are conveniently situated for access from the roads, 
notably between Crianlarich and Bridge of Orchy, and 
between Tulloch and Fort William. On the intervening 
section of line between Bridge of Orchy and Tulloch, ex- 
tending to 33 miles, and on the Mallaig branch, extending 
to 41 miles, where there are no suitable adjacent roads, the 
lorry travels on the rails, being run between traffic, as an 
ordinary train. One motor lorry and one road-railer are 
used for the maintenance of 105 route miles. An illus- 
tration of the road-railer appears on page 20 of this issue. 
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According to the review of the company’s business 
during 1933, issued with the L.N.E.R. annual report, a 
total estimated expenditure of £124,000 had been sanc- 
tioned up to the end of the year on the provision of over 
300 motor maintenance trolleys, covering nearly 2,350 
route miles. As a result a net annual saving of over 
£68,500 was anticipated, equal to 55 per cent. on the 
outlay. The same document also stated that further 
schemes were in course of preparation which involved 
21 motor trolleys, covering 115 route miles, with an 
annual net saving of about £3,600. We suggest from this 
that when Mr. Carpmael said that British railways could 
thereby effect an economy of £400,000 a year, his estimate 
was a reasonable one. 








NEW BUFFET CARS, GREAT WESTERN RAILWAY 














WO buffet cars of a special type are to be placed in 
service on July 9 by the G.W.R., in which pas- 
sengers may obtain a quick lunch or other light re- 

freshments. Each vehicle is of the saloon type, 57 ft. long 
by 9 ft. wide. A small pantry at one end, and a wine 
cupboard at the other end, form end vestibules, and a 
counter extends the whole length of the car between the 
pantry and the wine cupboard. Twelve stand-up rest 
seats are arranged along the counter at the centre, leaving 
spaces at each end for the serving of drinks, &c. A stain- 
less steel footrail extends the whole length of the counter, 
and a recess under the counter top, in front of the seats, 
makes provision for hats and hand bags. 

The counter top is inlaid with marble green composition, 
with ebonised hardwood margins, and the whole is finished 
vith a non-stain surface. The counter front is divided 
into four longitudinal panels divided by stainless steel 
strips, extending the whole length of the counter. The 
top two panels are painted duck-egg green, and the panel 
behind the footrail is covered with mottled dark brown 
rubber to form a kicking strip. The remaining panel 
between the kicking strip and the floor is covered in 
dark green Rexine. 

The interor of the saloon is finished in green shaded 
panelling, the borders being painted dark green with dark 
lined edge, and the panels are shaded from dark green 
at the bottom to duck-egg green at the top. The shading 
is continued over the ceiling, finishing in a very pale 
shade of green at the centre. Below the side panels a 
strip of dark green Rexine extends all round the saloon. 
he ceiling has raised panels running down the centre of 
the saloon, and air distributors are mounted on the centre 
panel; trough shaped electric lamp shades of champagne 
colour are arranged along the outer panels. All windows in 
the saloon are fitted with curtains, which when open are 
held in position by silk cords. In addition, roller blinds 


Above the windows are curtain 


are fitted to all windows. 
pelmets, and these, with a moulding joining them, form a 
continuous inside cornice moulding extending all round the 


saloon. This cornice, all window mouldings and doors 
are polished walnut. 

Steam heating pipes are arranged along the sides of the 
car, and are covered with painted metal grilles. The 
floor on, the passenger side of the counter is covered with 
light coloured rubber tiles to match the interior decoration, 
surrounded with mottled dark brown rubber edging. 

A special apparatus is fitted near the centre of the 
counter for the supply of hot water, hot milk and coffee. 
It consists of an automatic gas heated boiler, under the 
counter, which, in addition to supplying hot water for tea 
and coffee, also supplies hot water to a pewter wash-up 
drainer, and to a sink in the pantry. Two hot water urns, 
a coffee infuser, a milk urn, a drip tray and an auxiliary 
water tank are assembled on a stainless steel panel on 
slate, forming the counter top. All the equipment above 
the counter is chromium plated. Two glass showcases with 
chromium plated metal fittings and cork extractors are also 
arranged on the counter. 

Two electrically operated refrigerators are fitted under 
the counter, one fitted with shelves for the storage of 
bottles, the other arranged for the storage of food. The 
remaining available space under the counter is occupied 
with shelves, cupboards and drawers for the storage of 
crockery, glass, and cutlery. On the side panels, behind 
the counter, are fitted two sets of optic spirit measures, 
a show case for cigarettes and chocolates, and bottle racks 
for the display of wines. The pantry is equipped with a 
gas griller and hot plate, a wash-up sink and draining 
board, chopping table and cupboards. The wine cup- 
board at the other end of the saloon is fitted with a wine 
bin, shelves and cupboards for the storage of lagers, wines 
and minerals. Further storage space is provided in the 
corner cupboards, one at each end of the saloon, one 
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being fitted for the storage of food and the other for the 
use of the staff. 
A special feature of these cars is the system of ventila- 


tion, which ensures that a plentiful supply of clean air, 
at an equable temperature, is always circulating in the 
saloon, irrespective of the climatic conditions prevailing 
outside. An air filter and temperature regulating unit is 


situated in the roof of the car above the pantry, with its 
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body sides which communicate with slots in the body 
floor framing. An evenly distributed supply of clean and 
tempered air is thus continually passing through the saloon 
with a complete absence of draughts. 

The saloons are constructed with fireproof floors, steel 
outside panels and roofs, and suspension type gangways. 
They are carried on steel underframes and mounted on 
standard pressed steel bogies. 
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Diagram showing side elevation and floor plan of new G.W.R. buffet car 


controls mounted on the pantry partition. Into this unit 
fresh air is drawn from outside the car through filters which 
remove dust and dirt, and a pair of silent running fans 
then passes the air either through a steam heater or 
through a cold-air bye-pass to a duct which extends the 
whole length of the saloon, above the ceiling, and from 
this duct it is passed into the saloon through air distri- 
butors arranged at regular intervals along the saloon ceil- 
ing. Air is removed from the saloon through grilles in the 


The cars, which are 
commencement of the 
the following services :- 


being brought into use with the 
summer train service, will run in 


9.45 a.m. Paddington to Stourbridge Junction. 
2.40 p.m. Stourbridge Junction to Birmingham. 
4.5 ca Birmingham to Paddington. 

9.0 a.m. Bristol to Paddington. 

5.15 p.m. Paddington to Bristol. 








Political Interference with Indian Railways 


In the course of his speech as Chairman at the 27th 
Calcutta Dinner held at the Dorchester Hotel on June 7, 
Sir Hugh Hannay, late Agent of the East Indian Railway 
and formerly Member of the Indian Railway Board, 
referred to the future control of railways in India under 
the new Constitution. He said: ‘‘ Judged by the figures 
of railway earnings during the last few months, it seems 
pretty clear, generally speaking, that we have in India 
definitely turned the corner. Though there are not want- 


ing signs that justify optimism, possibly restrained 
optimism, on the part of those engaged in agricultural, 


industrial and commercial pursuits in India, their pros- 
perity, which is tantamount to the prosperity of Govern- 
ment and the whole country, is so essentially dependent 
on the efficient administration of railways, that the 
question of their future contro] must be of vital importance 
to the whole country. It is to be hoped that India will 
profit by the experience of other countries having State 
managed railways, experience which has invariably shown 
the evil effects on railway administration of political 
interference.”’ 

‘Under the existing régime railway administrations 
might possibly be reconciled to the enormous amount of 


time, almost entirely infructuous, spent in replying to the 
regular spate of questions, many calling for very lengthy 
and detailed answers, asked by members of the Legislative 
Assembly, if it were not that a very large number are 
concerned with individual members or sections of the staff 
of railways. Ultimately this must have an adverse effect 
on discipline, without which efficiency is impossible. Such 
a state of affairs under present conditions is only too 
clear an indication of what will occur under the new 
Constitution unless the management of railways is safe- 
guarded against interference in matters of detail. To me 
it is amazing to find the Indian Chambers of Commerce 
in general opposing the creation of a statutory railway 
authority, free from political control except in matters of 
policy. They apparently see bogeys where none exist, but 
fail to see the very real danger ahead if the legislature is 
allowed to interfere in the detailed management of 
railways.’ 

(We agree with the sentiments expressed by Sir Hugh 
and consider that the whole future of Indian railways 
depends entirely upon the extent to which they are to 
be liable to political interference, especially where per- 
sonnel is concerned.—ED. R.G.] 
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AND 


ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Containers 


N another page will be found an article dealing with 
O the equipment which is being provided by the 
Italian State Railways to assist the export trade in 
fresh fruit and vegetables, and we feel sure that the details 
will arouse a good deal of interest here in view of the 
growing use of containers in many different ways to pro- 
vide a link between road and rail and obviate the handling 
of the goods in transit. In that connection, too, the new 
arrangements introduced on the Southern Railway to assist 
the strawberry and other soft fruit traffic show that the 
railway authorities in this country are alive to the possi- 
bilities of making containers even more useful than they 
have so far proved to be. It is true, as Major Malcolm 
Speir, Manager and Secretary, Northern Counties Com- 
mittee, L.M.S.R., pointed out in addressing the Railway 
Students’ Association in Belfast recently, that the container 
system is still in its infancy and needs to be developed a 
great deal further to enable handling costs to be reduced. 
Major Speir went on to say that he thought a solution 
might be found in the provision of special lorry chassis 
and special wagon chassis, the latter being able to carry, 
say, ten 1-ton containers, while five could be put on a 
single 5-ton lorry chassis, which might also have a winch 
arrangement to enable the containers to be transferred 
easily between the lorry and the railway wagon or the 
loading bank at farm, factory or goods station. That 
need not be an elaborate affair, and the devising of a 
simple scheme would seem to offer a good field for 
inventors. It is possible, too, that eventually it may be 
found necessary to have several sizes of containers of 
smaller capacities than those at present favoured. 


Road-making in Germany 


[' is more than likely that there will be a strong railway 
influence noticeable in the proceedings of the seventh 
International Road Congress to be held from Septem- 

ber 3 to 8 at Munich, for in Germany, where the value of 
goods roads is certainly fully appreciated, highway con- 
struction has been entrusted by the Government to the 
railway authorities. The country is just embarking on a 
five-year plan to build up a network of ‘‘ autobahnen ”’ 
or motor roads, specially reserved for fast motor traffic. 
So far, plans have been drawn up for over 4,000 miles 
of new roads, and we gather that work has actually been 
started on the first 1,000 miles or so. We are officially 
informed, too, that 70 per cent. of the cost will be spent 
in wages, and that it is expected that a quarter of a 
million men will be given direct employment while many 
more will benefit by the decision to use, wherever possible, 
materials from German sources. The estimated cost of the 
mplete plan is given as £160,000,000, and -while it may 
‘k, on the face of it, somewhat extravagant, it is antici- 
ted that the improvement in traffic facilities will save 
rman motor transport £77,000,000 a year. The new 
roids are to be built on a principle which has only been 
)pted to a very small extent in Great Britain, inasmuch 


ran wt 


as there will be two sections, one for up and one for 
down traffic, the two being separated by a grass path some 
15 ft. in width. Trees and shrubs are to be planted along 
the centre of this path in order to shield the driver from 
any glare from the headlights of on-coming vehicles. In 
mountainous districts it is possible that it may be found 
expedient to build the two traffic lanes some distance apart 
so as to have, in fact, one way traffic, and this scheme 
may even be adopted in some country districts. 


Co-ordination in the U.S.A. 


| may be recalled that just over a year ago a company 
called the Pennsylvania-Reading Seashore Lines was 

formed to take over the control and working of all 
the railway lines in South Jersey. This resulted in the 
elimination of needless competition and the abandonment 
of some lines. We now learn that an affiliate of the new 
company, called Pennsylvania-Reading Motor Lines, 
Inc., has taken over all Philadelphia-Atlantic City and 
South Jersey road motor services operated either by the 
Reading Transportation Company or the Pennsylvania- 
Greyhound Transit Company and this co-ordinating move 
has received the approval of the Public Utilities Commis- 
sioners of New Jersey. The deal involves the transfer of 
64 vehicles used on the various routes. Details of the 
railway rationalisation scheme with a map of the area 
involved appeared in THE RatLway Gazette of August 11, 
1933. 
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This Latil tractor, arranged for timber hauling, attracted a 
good deal of attention at the Royal Agricultural Show at 
Ipswich. For operation on soft ground the special spuds 
are swung over the tread of the tyre. This Latil K.T.L. 
tractor has four-wheel drive and steering, and a similar 


outfit is in service with the L.N.E.R. 








18 THE RAILWAY CAZETTE 


July 6, 1934 


Railways and Road Transport Section 


The Principality Moving Floor 


A scheme which facilitates the handling of all types of 
goods, including those in bulk, and obviates the straining 
of the vehicle during loading and unloading operations 


NE of the surest signs of the success of any device is 
to be seen in the placing of repeat orders for it, and 
the Principality Wagon Co. Ltd., of Cardiff, who 

have pioneered the moving floor principle for commercial 
vehicles, are now enjoying that happy experience. We 
are informed that of the orders for moving floors received 
so far this year, nearly 70 per cent. are repeat instruc- 
tions. Contracts placed by the Great Western and London 
& North Eastern railway companies include vehicles fitted 
with Principality floors, while over fifty municipalities 
and more than a hundred other transport concerns have 
taken it up during the last eighteen months. 

The time and labour-saving advantages of the moving 
floor are obvious even though they may show up 
differently with various loads, as will be seen later, but 
apart from the rapidity with which loading and dis- 
charging operations may be effected, there is the important 
matter of the wear and tear on the vehicle. The way in 
which heavy loads are rolled gently into position instead 
ot being dropped relieves both bodywork and chassis of 
a good deal of strain, and the rolling-off of the load instead 
of it being jerked, as when tipping at an angle of 
40 degrees, likewise obviates excessive stress on the tail of 
the frame and the back axle. It is stated that loads of 
over fifteen tons can be smoothly loaded into position or 
unloaded from the body without fear of breakdown, as 
there is no intricate mechanism to go wrong or give 
trouble. With goods which are of a more or less fragile 
nature, the risk of damage through man-handling into 
position in a confined space can be eliminated. 

Two applications of the Principality moving floor are 
seen in our illustrations. One shows a Thornycroft vehicle 


for 7-ton loads in the service of the G.W.R., while the 


other example is one of several semi-trailers for use with 
Mechanical Horses recently delivered to the L.N.E.R. In 
each the principle employed is the same. There are two 
main rollers placed respectively at the front and back of 


the body, and between them runs a floor belt made of 
three-ply cotton duck with a hard, tough rubber face. 
This belt is wound backwards and forwards as required 
on the camera film-spool idea, the rollers being turned by 
means of a detachable cranked handle working through 
gearboxes at the near-side end of each roller. There is a 


locking device provided at each gear so that the floor 





A 7-ton Thornycroft in G.W.R. service. The handle 
for operating the Principality moving floor is seen in 
position on the near side 


cannot move except during loading or unloading opera- 
tions. The main rollers are of wood with steel spindles. 
The floor is supported by a series of steel rollers extending 
across the full width of the body. Actually they are 
arranged in three parallel rows, the rollers in the middle 
row having their axes placed midway between those of 





The Principality floor as fitted in the trailers for the L.N.E.R. The inset photograph shows the gearbox for the 
roller at the forward end of the trailer 
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the rollers in the outer rows, and to assist their move- 
ment the rollers are fitted with ball races. To prevent any 
loss of the load, strips of squeegee rubber are fitted under- 
neath the chock rails, and more than a year’s experience 
with a fleet of seven bodies engaged upon the carriage of 
wet mortar has shown that bodies arranged in this way 
are practically water-tight. 

There is undoubtedly a very wide field in which the 
Principality moving floor can be applied to show a definite 
superiority over the ordinary type of body. Heavy goods 
can be easily loaded and off-loaded in the bay, while in 
the case of bulk loads the material can be quickly dumped 
wherever it is required, or it is quite a simple matter to 
distribute it at various places, a facility which is of con- 
siderable advantage when transporting road material, to 


give but one example. Practically any type of load can 
be carried on the Principality floor, including, as we have 
indicated already, those which contain a certain amount of 
moisture and also those in a plastic state, such as tar- 
treated minerals, The arrangement of the rollers is such 
that the weight of the load is distributed over the whole 
floor, a feature which considerably assists the movement 
when the goods are being taken on or off, whatever their 
nature may be. 

The floor belts are guaranteed, and as showing their 
durability we are informed that in one case over 50,000 
tons of coal have now been conveyed with practically 
no deterioration of the belt, while in another instance 
3,500,000 bricks were transported without any sign of 
trouble, 





Road-Railer for Permanent Way Work 


Some mechanical details of the Karrier vehicle built for service on the 
West Highland section of the London & North Eastern Railway 


[> view of the interest which has been aroused by the 
development in permanent way maintenance work in 
the employment by the L.N.E.R. of a vehicle which 
can travel on the rails or the roads as occasion requires we 
are reproducing several photographs of the completed 
lorry. As regards its mechanical details, it follows the 
current practice of Karrier Motors Limited, but the frame 
structure has been modified to incorporate the mounting 
of buffer and draw-bar gear at both ends. It will be 
noticed that this additional part of the chassis is built up 
ot steel tubes in order to secure the combination of light- 
ness and strength. The buffers are fitted with springs and 
rubber cushions. 

The device by which the road wheels are swung up out 
of the way when the vehicle is on the rails has undergone 
some slight modification, but in principle it remains un- 
altered since it was last described in THE RAILWay 
GazeETtTe of February 16 this year. The detail photo- 
graphs clearly show the C-slot which enables the lift to 
be carried out so quickly and also the folding hanger 
which holds the wheel in its off-duty position. 

The vehicle is designed to deal with a two-ton payload, 
and it has a four-cylinder monobloc engine, developing 
24 h.p. at 1,000 r.p.m. and 49 h.p. at 2,400 r.p.m. The 
valves are in the head, push-rod operated ; ignition is 
by high tension magneto and the carburetter is of the 
vertical type. A four speed gearbox is mounted in the 





same sub-frame as the engine, and the tubular propeller 
shaft has universal joints of the mechanical type at each 
end. The gear lever is arranged to the right of the driving 
position. 

Semi-elliptic springs of silico-manganese steel are fitted 


and the worm-driven back axle has the steel worm, 
together with the phosphor bronze worm wheel and 


differential gear, arranged so as to be easily removable 
as a unit from the axle casing. From the differential the 
drive is taken through the high tensile steel shafts with 
splined ends to the rear wheels which are mounted on 
taper roller bearings. 

The wheelbase is 12 ft.; the road wheels at the front 
have a track of 6 ft. 14 in., while those at the back have 
a track of 6 ft. 43 in. All four road wheels are ‘fitted with 
38 in, by 7 in. pneumatic tyres, while the standard steel 
rail tyres are of the Davis type, of 32 in. tread diam., 
mounted on pressed steel disc centres. The rear axle 
ratio of 6 to 1 is calculated to provide a maximum speed 
of 40 m.p.h. There is a sanding device, controlled from 
the driver’s cab, which places sand on the rails in front 
of the driving wheels. 

The flat platform type body provides a loading space 
11 ft. 2 in. long by 6 ft. 7 in. wide ; it is fitted with 
hinged sides and a detachable tailboard. There are four 
seats in the driver’s cab, which has an overall height of 
9 ft. from the rails in order to permit of easy entry from 


Above, the chassis of the Karrier Road-Railer 
and, left, the complete vehicle on the road 
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The Karrier Road-Railer for the L.N.E.R. on the rails, coupled to a brake van 


platform level, and the doors have been arranged so that 
in their open position they do not foul the platform. 

The way in which the Road-Railer is to be used was 
detailed in an article in THE RatLway GAZETTE of 
January 19 of this year. It may be recalled that from 
October to April the vehicle is to be stationed at Crian- 
larich, and will use the public road to Bridge of Orchy, 
picking up or dropping material wherever required. From 


Bridge of Orchy to Tulloch it will work on the rails, owing 
to the absence of convenient roads, but the public road will 
be used between Tulloch and Fort William. From May to 
September the outfit will be employed on the rails on the 
Mallaig section, where it is anticipated that the Karrier 
vehicle will enable considerable economies in ballast engine 
time and overtime to be effected. The estimated saving in 
ballast engine time is put at 100 days a year. 








Left: The Karrier special wheel in position for running on the road; note the tubular mounting of the drawbar and 


buffer gear. 


Right: The road wheel in its upper position when the vehicle is on the rails ; 


note the C-slot in the 


wheel centre which permits of the changing movement 





Co-ORDINATION IN NYASALAND.—Speaking at the annual 
general meeting of the Nyasaland Railways Limited the 
other day, the Chairman, Mr. W. M. Codrington, said 
it was gratifying to be able to say that during the past 
year the Road Transport Ordinance had been passed. 
It should secure the co-ordination of transport, both road 
and rail, so that it may be applied to the best advantage 
to the development of the country’s resources. It should 
be of lasting benefit to the whole country and not least to 
the road transport, who would find new areas open to it 
through the extension of the railway to the lake. 


RAILWAY COMPANIES’ Goops LICENCES.—At a special 
sitting of the North-Western Area licensing authority in 
Manchester on June 27, to consider applications for road 
transport licences by the railway companies, it was stated 
that for the Manchester base, the L.M.S.R. required 305 
vehicles and 101 trailers. The L.N.E.R. applied for 186 
vehicles and 192 trailers. It was stated that the G.W.R. 
would not be an applicant for licences in Manchester, 
as it was withdrawing its vehicles from the city. The 
L.N.E.R. applications were granted and decision was 
reserved in the-case of the L.M.S.R. 
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A Modern Bus and Coach Garage 


Some details of the recently-opened garage of the 
Southern Vectis Omnibus Co. Ltd., at Newport, I.W. 


‘ bo photograph below was taken in the new depot 
of the Southern Vectis Omnibus Co. Ltd., associated 
with the Southern Railway, at Newport, Isle of 
Wight, which, as briefly announced in THE RAILWAY 
GAZETTE of June 22, was opened on June 20 by Major 
General the Right Hon. Lord Mottistone, P.C., C.B., 
C.M.G., D.S.O., T.D., Lord Lieutenant of Hampshire. 
in the new premises, which include garage and offices 
on the most up-to-date lines, every effort has been made in 
the layout of the buildings and equipment te combine 
speedy handling and repair of the vehicles with the health 
and comfort of the staff. The outstanding feature is the 
garage with its clear floor space of 183 ft. by 154 ft. 
The walls and roof have been so designed that when 
development warrants extension the unobstructed area may 
be enlarged to 273 ft. by 225 ft., and that would double 
the present accommodation, which is for 100 vehicles. The 
glass roof is carried by deep lattice girders running from 
end to end of the garage. 
The main office building is a fine brick structure, facing 
on Nelson Road, and it contains ample accommodation for 
the administrative and clerical staff, together with club- 
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so that only the portion immediately below that part of 
the coach on which work is being done need be open. 
The stores and workshops are separated from the main 
floor by high steel lattice gates, while the paint shop is 
fitted with vacuum air pipes to maintain a constant supply 
of clean air. High above the floor of the garage are the 
windows of the engineer’s office, from which he can see 
the whole of the garage and workshops below. 

The glass roof ensures that the garage is well lighted in 
daylight and efficient ventilation is provided by a number 
of electric fans in the walls. Adjoining the garage are 
lavatories, with a constant supply of hot water, and there 
is a first aid room furnished on the most hygienic stan- 
dards. The club premises in the main building include 
billiard room, reading room, buffet and cloakrooms. 

It may be recalled that the Southern Vectis company 
dates back to 1921, in which year a service was started 
with three vehicles operated by Dodson & Campbell 
Limited, two years later reconstituted as Dodson Bros. 
Ltd. The fleet name of Vectis, the Roman name for 
the Isle of Wight, was adopted, and in 1929 the company 
was again re-formed under its present title, the Southern 
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View in the new garage of the Southern Vectis Omnibus Co.’s garage and depot at Newport in the Isle of Wight. 
one of the largest buildings of its kind in the South of England 


rooms, and so on, while there is direct access to the garage 
at the rear. 

Special attention has been directed to the problem of 
expediting the flow of vehicles through the garage. As 
a bus or coach enters through the big folding doors at one 
corner it passes under a high speed petrol pump with an 
extra long swinging arm which can reach the petrol tank 
on whatever side of the vehicle it may be situated. After 
filling-up the vehicle passes to one of the mechanical clean- 
ing plants for attention, and then is ready to go out once 
more to the road for a further spell of work. 

For examination and periodical overhaul in connection 
with the maintenance system the vehicle passes over glazed 
tiled pits fitted with working benches so that the engineers 
may get on with their work without constantly climbing out 
to floor level. The lighting of these pits is carried out 
m up-to-date lines. Round the pits, lights are sunk 
ind covered with thick glass protecters, the positions 
having been so determined that, when the vehicle is in 
position, light is directed to all the essential parts of the 
chassis. The pits are also covered with sliding gratings 


Railway then obtaining a financial interest in it. Three 
years later Messrs. Frank, Christopher and Leonard 
Dodson disposed of their interest in the company to 
Tilling & British Automobile Traction Limited. To-day 
the company owns a fleet of 66 vehicles, most of them 
fitted with sunshine roofs, and the route mileage runs to 
208. Last year the Southern Vectis carried nearly 
3? million passengers. 

As a result of the working agreement with the Southern 
Railway the return halves of Southern Vectis bus tickets 
between some twenty pairs of points are available for 
return by rail without extra charge, and the buses connect 
with the boats at Cowes and Ryde. 








AN OiL ENGINE FOR RHODESIA RAILWAYsS.—One of the 
lorries of Rhodesia Railways has been fitted with a 4 cyl. 
29 h.p. Gardner oil engine, and it is stated that the trai 
run of the vehicle under load created a very favourable 
impression. The vehicle is being used on the Bulawayo- 
Lonely Mine service. 
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REFRIGERATOR CONTAINERS ON THE ITALIAN STATE RAILWAYS 


The 


refrigerator container 


has been successfully 


introduced for the conveyance of Italian fruit destined 


countries, 


for 


foreign 


ry HE export of fresh fruit and vegetables from Italy 

is one of the principal sources of Italian revenue 

and, since the formation, a few years ago, of the 
Istituto Nazionale per |'Esportazione, there has been great 
improvement in both the quality and packing of the goods. 
Very strict control is exercised by this organisation, and 
by officials of the Export Board, and all exports must 
bear the Board’s official stamp. The general improve- 
ment of the whole traffic organisation which has taken 
place of recent years is partly responsible for the 
increase of export. The acceleration of perishables goods 
trains from the main centres to the various frontier 
stations, and their scheduled time table has considerably 
reduced the time of transit, a primary factor in the trans- 
port of this class of goods. At the same time a number 
of cold storage warehouses have been erected where fruit 
and vegetables are collected from the producing farms, 
sorted, pre-cooled and dispatched to foreign destinations 
in refrigerator trucks. These were described in THE 
RAILWAY GAZETTE of March 4, 1932, and in the issue of 
May 15, 1931, the Verona cold storage warehouse was 
described and illustrated. There are other cold storage 
warehouses at Bologna, Milan, Naples, &c. A descrip- 
tion of the standard refrigerator trucks specially built for 
the English traffic via Zeebrugge train ferry also appeared 
in the issue of May 4, 1934. 

With the expansion of container traffic, it was inevitable 
that a cold storage container should be devised for the 
Italian fruit traffic, and this has now come into being. 

The new refrigerator containers have outside dimensions 
of 2:150 x 2°600 x 2-000 /2:500 m. (7 ft. 03 x 8 ft. 62 in. 
x 6 ft. 6} in./8 ft. 23 in.), and three of them are loaded 
on a flat truck. In view of the importance of the 
English market to the Italian fruit growers, these dimen- 
sions were selected so as not to exceed the British loading 
gauge. The container rests on four legs, so that a hand 


including 


Great Britain 


barrow, electrically-driven or other trolley, or rollers can 
easily be pushed underneath it to facilitate handling. This 
permits not only the transport through towns at a small 
cost, such as is shown in one of our illustrations, but 
it is also most important as the containers can 
easily be brought in that way to the producing farm to 
be loaded on the spot, so avoiding the repeated handling 
and transhipment of delicate goods. The containers have 
double walls of welded steel plates. The outer side is 
strengthened by a metal frame and the inner one is fixed 
to a timber frame. There is no metallic connection 
between the two walls. The interspace is filled with two 
layers of expanded cork slabs of 110 mm. (4:33 in.) 
thickness. This material has been chosen in preference 
to granulated or agglomerated cork as it has a lower 
conductivity by about 30 per cent. The insulated roof 
is segmented and has two openings which can be hermeti- 
cally closed. Underneath the roof two metal ice tanks are 
located, each with a capacity of 150 kg. Goods are 
loaded through the door which closes hermetically. A 
tap at the bottom of the container allows the discharge 
of water. Unlike that in the refrigerator trucks, the 
melted ice water isnot discharged but remains in the tanks. 
Experiments have established that water remains at a 
practically constant temperature of nearly 32° F. The 
bottoms of the ice tanks are corrugated so as to increase 
the cooling surface. 

In order to maintain the goods at a suitable and uniform 
temperature it is essential that the loaded containers should 
be pre-cooled. This operation can conveniently be effected 
in big centres where cold storage warehouses or other ac- 
commodation, is available, but in smaller centres where 
such facilities do not exist or, for instance, on farms where 
not even ice is available, the containers would be useless. 
To overcome this difficulty, Senator Crespi, President of 
the International Container Bureau, evolved the idea of 





Three of the Italian containers mentioned in the article loaded on a truck 
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installing all the necessary machinery in a series of special 
containers. The first of these houses a complete pre- 
cooling-plant, consisting of an electrically-driven ammonia 
compressor, With tubular type condenser and water circu- 
lation pump, radiator for the compressed and _ liquefied 
ammonia, serpentine evaporator, and two reversible fans. 
The installation has a capacity of 65,000 hr. and six 
containers can be pre-cooled simultaneously by placing 
three on each side of the pre-cooler. An illustration below 
shows an installation with three containers being pre-cooled 
on one side of it and the main ducts leading to the other 


side also. One line of ducts carries the cold air to the 


containers, and another conveys the return current of air, 
exhausted from the containers, back to the plant. 
pre-cooling of six containers takes about five hours. 
hourly energy required is 8:5 kW. 

A second container houses a water cooling plant of the 
A third container acts as trans- 


The 
The 


spray type with two fans. 


One of the containers on a truck to enable it to be 
hauled through the streets 


former and converter and makes it possible to connect the 
available power supply with the plant or to charge the 
batteries of the electric trolleys. For use in places where 
no ice is obtainable, another container carries a new type 


ET ae 








of ice making machinery. This machine produces 300 kg. 
(660 Ib.) of ice an hour, using about 28 h.p. 

When this new system was projected the condition was 
laid down that the containers should be able to travel 
for 120 hours and maintain the suitable temperature with- 
out the necessity of renewing even in part the original 
300 kg. of ice. It has been established by a number 


of tests, somie made in the isothermic chamber of the 


Experimental Institute of the State Railways, that the 
Among 


containers can travel 144 hours without fresh ice. 





The ice-making machine arranged in a container body 


cther experiments one was made with a cargo of 1,600 kg. 
of fresh peaches. These were loaded on September 1 
at Albenga (Liguria) and shipped via Genoa to Buenos 
Aires, arriving there on September 25. The container 
was stowed in the hold and refilled with ice four times 


during the voyage. The temperature on arrival was 
8° C. (464° F.) and the peaches were in perfect con- 
dition. By way of comparison a parcel of peaches was 


sent by the same boat in the cold storage of the ship but 
did not arrive in the same excellent condition either as 


ae 


The pre-cooling plant, also arranged in a container body, at work on three containers ; another three containers 
are being treated on the opposite side of the plant 
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regards colour or taste. The container returned filled with 
60 boxes of fresh eggs pre-cooled at 4° C. (39-2° F.) 
and was carried this time on deck. It arrived at Genoa 
with an inside temperature of 8° C. (464° F.) and the 
eggs were perfectly fresh. 

From the purely railway point of view, and apart from 
handling, there appears to be little to choose between the 
refrigerator van and the refrigerator container, cost, weight 


per ton of goods loaded, &c., being much the same in 
both cases. It is, however, possible that in other than 
the fruit season the flat truck associated with containers 
may be of more use than the van. But the ease of 
loading and handling and the adaptability for road usage, 
avoidance of break of bulk between farm and destination 
in smaller unit loads, all tell heavily in favour of the 
container, which is becoming correspondingly popular. 








Containers and Strawberry Traffic 


The Southern Railway road-rail service 


to expedite transit from grower to seller 


- the note which appeared in 
THe Rattway GAZETTE of 
May 25, regarding the grow- 
ing use of containers by the British 
railways, it was noted that among 
those in the service of the Southern 
Railway were six in the B class, 
with a carrying capacity of four 
tons, which were ventilated and 
specially equipped for dealing with 
the strawberry traffic, which takes 
an important place among the 
seasonal work of this company. 
Strawberries and other soft fruit 
are dependent upon swift transport 
and minimum handling between 
the grower and the shop where 
the produce is to be sold, and this 
season the Southern Railway has 
introduced a new system, in which 
the containers are utilised in con- 
nection with the fruit traffic from 
the Hampshire strawberry beds. 
We are able to reproduce on 
this page two illustrations showing 
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The container, loaded with fruit, being transferred from the railway truck 
to motor lorry at Nine Elms goods station in London 


The containers being loaded up with baskets 
station, the transfer being aided by the trays, which hold 36 baskets apiece 





of fruit at the dispatching 


the way in which the fruit is now 
handled by the railway. It will 
be observed that the handling has 
been considerably reduced by the 
introduction of wire trays specially 
designed to hold 36 one-pound or 
two-pound baskets of strawberries 
or whatever soft fruit is to be sent 
to town—and they make it pos- 
sible for the individual packages 
to be conveniently transferred from 
the barn where they are packed to 
the lorry, and in and out of the 
container, with the minimum 
amount of handling, between the 
grower and the salesman. For 
large quantities from one station 
to one consignee, the trays can be 
loaded at the sending station into 
the container, which will hold 40 
trays. Our second illustration 
shows the container being trans- 
ferred to the lorry at Nine Elms. 








ARMSTRONG-SAURER’S SCOTTISH SERVICE DEPOT.— 
Following the policy laid down for the installation of a 
complete service depot for each area in the country, 
Armstrong-Saurer Commercial Vehicles Limited has 


opened a sales and service depot in Avenue Park Street, 
Kelvinside North, Glasgow, N.W. It is equipped and 
organised on similar lines to the company’s other depots 
and a complete supply of spare parts is stocked. 
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View from Totterdown showing the recently completed additional platforms beyond the new Bath Road bridge in 
the foreground. The work was described in a special supplement to ** The Railway Cazette” dated December 9 last 
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Cautionary notices have been issued to mariners in connection with the demolition from July 2 to August 6 of the 

6ts old railway bridge over the River Avon. The illustration shows this bridge about a year ago, before the steel girders 

of the new bridge were placed in position in front. The remaining portion of the old structure will be dropped in 
the river about August 2 
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Left: The new Southern Railway paddle steamer 
* Sandown.” which was launched at Dumbarton on 
May 1. as described in -- The Railway Gazette” of May 4, 
is now in regular service between Portsmouth and Ryde. 
The steamer replaces the ** Duchess of Kent,” which plied 
between the mainland and the Island for over 36 years, 
fecommodation is provided for approximately 900 
passengers. fn innovation as far as the Southern 
Railway paddle steamer fleet is concerned, is the 
* Sandown’s > cruiser stern. The paddles are driven 


by a three-crank triple-expansion engine 























Right: The first train travelling over 
the Dotsero cut-off, Denver & Rio 
Grande Western Railroad. after the 
@pening on June 17. In conjunction 
with the Moffat tunnel. this route. 
through the Colorado Rockies. shortens 
the journey from Denver to the Pacific 
Coast by 9 hr. 40 min. The cut-off 
was described in ** The Railway 
Gazette” of June 8, when a map was 
reproduced showing the position of the 
new line. It is interesting to notice 
that the name * Orestod.” which has 
been given to the northern end of the 
cut-off, is an inversion of the older 


place name Dotsero 


Assembly of early Bodmin and Wadebridge rolling stock. The first coach is a composite first and second class, this is followed by a 
second class, two open third class, and a mineral wagon 





Left: Second class coach. Right: Open third class coach. In each case the large wooden dumb buffers will be noticed. This line 


reached its centenary for mineral traffic on July 4 (see editorial note on page 2). Passenger traffic was begun on September 30, 1834 
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PERSONAL 


Some of the titles of the new peer 
ages conferred in the recent Birthday 
Honours List are as follow :- 


Viscount Wakefield of Hythe in the 
County of Kent (Charles Cheers, Baron 
Wakefield, C.B.E., Chairman of C. C. 
Wakefield & Co. Ltd.). 


Baron Wakehurst of Ardingly in the 
County of Sussex (Mr. Gerald W. 
Erskine Loder, Chairman of the 
Southern Railway). 

Baron Hirst of Witton in the 
County of Warwick (Sir Hugo 
Hirst, Bt., Chairman and Man 
aging Director, General Electric 
Company, Limited. 


Lew. 


The London & North Eastern 
Railway Company announces 
that, in consequence of the 
death in March last of Mr. G. P. 
Benzie, Divisional Stores Super 
intendent, North Eastern Area, 
the directors have appointed 
Mr. H. A. Butler, Divisional 
Stores Superintendent, Southern 
Area, to be Divisional Stores 
Superintendent, Southern and 
North Eastern Areas. Mr. 
Butler will continue to have his 
office at Doncaster. 


STAFF CHANGES 


Other appointments an 
nounced are: 

Mr. C. K. Bird, Head of the 
Rates, Statistical and Parlia 
mentary Section of the Chief 
General Manager's Office, to 


be Assistant Goods Manager, 
Southern Area, in succession to 


Mr. A. E. Sewell, who has re 


cently been appointed Goods 
Manager, Southern Scottish 
Area. 

Mr. F. C. C. Stanley, Acting 


District Goods Manager, Liver 
pool, to be London Suburban 
District Goods Manager, King’s 


Cross, in succession to Mr. 


H. A. Newman, who retired 

from the service at the end of 

June. 

’ Mr. A. E. Hanbury, Agent, ( 


Antwerp, to be Agent, Antwerp 
aud Brussels. 


In consequence of the appointment 
of Major the Hon, Oliver Stanley, 
M.C,., M.P., to be Minister of Labour, 
a post carrying Cabinet rank, Mr. L. 
Hore-Belisha, M.P., Financial Secretary 
of the Treasury, has been appointed 
Minister of Transport. 

We regret to note the death, on 
July 2, of Mr. J. R. Reynolds, 
C.1.E., V.D., late Manager, Bombay 
Port Trust Railway, at the age of 60. 


THE RAILWAY GAZETTE 


NEWS 


Mr. Arthur R. Cooper, who is Presi 
dent for this, the Jubilee year, of the 
Permanent Way Institution, is the 
Chief Engineer to the London Passen 
ger Transport Board and Chairman ot 
the Civil Engineers’ Committee of the 
Railway Clearing House this year. He 
was born at Oxtord in i877, and edu 
cated at Magdalen College 
After a locomotive training at Swindon, 
he studied at University College, Lon 


School. 


don. In 1899 Mr. Cooper was appointed 
an Assistant Engineer of the London 
Electric Supply Corporation at the 


Deptford generating station, and took 





Mr, Arthur R. Cooper, 


and President of the Permanent Way Institution 


part in the reconstruction and moderni- 
sation of that plant. Two years later 
he joined the engineering staff on the 
Central London Railway, and in 1906 
was appointed by the late Sir George 
Gibb as Superintendent of the Baker 
Street & Waterloo Railway. In 1908 
his duties were extended to include 
that of Engineer of the District Rail- 
way, and later, on the linking up of 
the London Underground railways, his 
responsibility was further extended. 


to 
~ 


SECTION 


In 1921 he was appointed Chief Froi- 
neer for the several railways, including 
the Metropolitan District, London 
Electric, City & South London, and 
Central London lines. His depart- 


ment also included the design, con- 
struction and maintenance of build- 


ings for the London General Omnibus 
Company and tramways. 
Mr. Cooper has been responsible for 
several widenings on the District Rail 
way, including the Turnham Green 
widening in conjunction with the late 
Sir Jacomb Hood, and the electrifica- 
tion of the East London Railway in 
conjunction with the late Mr. 
Tempest and Mr. Willox. More 
recently as Chief Engineer of 
the Underground railways, he 
has been actively engaged in 
the large programme of new 
works, the major portion of 
which has 


associated 


lately been com- 
pleted, though notable ones, 
such as Leicester Square 


station remodelling, are still 
in hand. Mr. Cooper is a 
member of the Institution 
ot Civil Engineers, a mem- 
per of the Institution of 
Electrical Engineers, and a 
member of the Institute of 
Transport. In 1920 he acted on 
the advisory committee ap 
pointed by the Ministry of 
Transport to advise on the elec 
trification of railways, and again 
on the committee on 
railway electrification in 1927. 
On behalf of the Underground 
railways he has visited the 
United States, and has also 
made several Continental tours 
for the investigation of matters 
concerning their undertakings 


second 


Sir Hugh Hannay, late Agent 
of the East Indian Railway, has 
been appointed by the Secretary 
of State to be representative of 
India, in succession to Sir 
Frederick Palmer, on the Per- 
manent Commission of the 
International Railway Congress 
Association. 


M.Inst.C.E., M.1.E.E., M.Inst.T., aa 
‘hief Engineer, London Passenger Transport Board, The following is a_ personal 


appreciation of the work of Mr. 

James Calder, the General Man- 

ager for Scotland, L.N.E.R., 
who has just retired, as contributed to 
the L.N.E.R. Magazine by Mr. William 
Whitelaw, Chairman of the Com- 
pany :- 

‘“The directors of a railway com- 
pany have many responsibilities to dis- 
charge and many difficult decisions to 
arrive at; those connected with the 
selection of a general manager are per- 
haps the most vital of all. With the 
natural desire to find someone in the 
existing staff of the company for pro- 
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motion to the head of the management, 
one is, nevertheless, bound to look fur- 
ther afield in order that no chance may 
be missed, of finding the best man 
available. 

‘“ It was only after the most search- 
ing examination of all the possible 
candidates that the directors of the 
North British Company decided in 1918 
that Mr. Calder was clearly the best 
selection which they could make, hav- 
ing regard, among other things, to the 
fact that there is an age after which 
promotion to the general managership 
is unwise. We do not all live to see 
the result of our decisions, but for the 
last sixteen years I have had the privi- 
lege of seeing the decision of the North 
British directors in 1918 revealing year 
by year how wise it was. The power 
of exercising discipline, kindly but 
always strict, the ability at least to 
understand the interests of traders, even 
if they may be in some degree opposed 
to those of the railway, and the tact 
through which alone the refusal of a 
request can be made palatable to the 
importunate, were among the outstand 
ing attributes which Mr. Calder 
brought to the discharge of the duties 
of his great position. When there are 
added the mastery of all the details of 
railway management and the faculty 
of securing the affection of those with 
whom he works, whether among the 
directors or the staff, one has very 
nearly got the complete — general 
manager; one quality alone remains to 
be looked for, and James Calder had it 
to the full—the sense of humour, which 
carries one through many an obscure 
tangle and round many an awkward 
corner. 

“All of us bid good-bye from the 
service to our friend with something 
more than regret, wishing him a happy 
time in his retirement and hoping that 
leisure will enable him to overcome 
the troubles of the golf-links, which- 
it is understood—he has not yet wholly 
conquered.”’ 


The late Mr. S. B. Collett 

We regret to record the death, in 
tragic circumstances, of Mr. S. B. 
Collett, Assistant Secretary of the 
Great Western Railway and Director 
of Railway Air Services Limited, as 
the result of a flying accident at 
Hendon on June 30. Mr. Collett, a 
son of the present Lord Mayor of 
London, Sir Charles Collett, was 
educated at Bishop Stortford College 
and was. subsequently articled to 
Messrs. William Mellows & _ Son, 
solicitors, of Peterborough. Early in 
1915 he joined the Royal Naval Volun 
teer Reserve, and later in the same 
year was gazetted to the Durham Light 
Infantry. Finally he transferred to 
the Royal Flying Corps (now the Royal 
Air Force), and at the end of 1916 
joined the active forces in France, 
where he subsequently attained the 
rank of Captam. Mr. Collett resigned 
his commission in 1921 in order to 
resume legal studies, and after a short 
period with a City firm of solicitors, 
qualified in that profession in March, 
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1922. In the same year he joined the 
G.W.R. service as a solicitor, in which 
capacity he gained valuable experience, 
and in 1929 was appointed Assistant 
Secretary to that railway. Mr. Collett 
had always taken a very active part 
in the formation and development of 
the Auxiliary Air Force and was senior 
Flight Commander in it prior to his 
appointment, in December, 1931, as 





The late Mr. S. B. Collett. 


Assistant Secretary, G.W.R., and Director, 
Railway Air Services Limited 


Squadron Leader, commanding No. 609 
(City of London) Bomber Squadron. 
After being closely associated with the 
Great Western’s pioneer movement in 
establishing the first railway owned air 
route in Great Britain, Mr. Collett was 
elected a Director of Railway Air 
Services Limited upon its formation in 
April last. 

[he funeral of Squadron Leader 
Stanley Beresford Collett took place on 
Wednesday, with full military honours, 
at St. Paul’s Cathedral. The coffin, 
draped with the Union Jack, was taken 
on a trailer drawn by a Service tender 
from Finsbury Barracks through the 
City to the Mansion House, and then 
to the Cathedral. The Bishop of 
London, the Dean of St. Paul’s, and 
tne Archdeacon of London officiated. 
Ihe Prince of Wales was represented 
by Flight Lieutenant H. M. Mellor. 

The Cathedral was almost filled with 
the large congregation. Among those 
present, in addition to the family 
mourners, were : 

Viscount Wakefield; Lord Ebbisham; Sir 
Charles Batho; Sir Harold Hartley and Mr. 
O. H. Corble (Directors of Railway Air Ser- 
vices Limited). 

The Great Western Railway Com- 
pany was represented by : 

Sir Robert Horne, Chairman; Lord Palmer, 
Deputy Chairman; Major the Hon. J. J. Astor, 
The Hon. E. C. G. Cadogan, and Mr. Cyril 
Lloyd, Directors; Sir James Milne, General 
Manager; Mr. F. R. E. Davis, Secretary ; Messrs. 
R. Carpmael, R. Cope, F. C. A. Coventry, T. B. 
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Cox, C. R. Dashwood, H. T. Forth, H. F. A, 
Hoskins, A. G. Hubbard, W. H. Jarvis, A. May- 
nard, C. S. Page, F. R. Potter, W. J. Thomas, 
H. L. Wilkinson. 

A correspondent of The Times writes 
the following appreciation :—Squadron 
Leader Collett, after strenuous Wats 
service, might well have considered that 
the limited hours of leisure which his 
profession allowed him were his own; 
but, when he realised that the air 
defence of this country was a matter in 
which every citizen was intimately con 
cerned and which could not be left 
entirely to our post-War air force, he 
was one of the first to join the Auxiliary 
Air Force on its formation in 1926. He 
thus formed one of a small band of 
pilots with War experience which pro 
vided an invaluable stiffening in a 
inovement then almost certainly re 
garded—even by its protagonists—as 
something of an experiment. . . . His 
friends will long remember him as a fine 
officer; but even longer as Bill Collett, 
whose kindliness and sense of humour 
were never dimmed by physical or 
inental weariness. 


Mr. James G. Goodenough, Chief 
Engineer, Dorman, Long & Co. Ltd., 
has been appointed Assistant to the 
Managing Director in addition to con- 
tinuing to act as Chief Engineer to that 
company. 

COLONIAL OFFICE APPOINTMENTS 

The Secretary of State for the 
Colonies has recently made the follow- 
ing appointments: 

Mr. D. P. Cousin, Deputy Chief 
Storekeeper, to be Chief Storekeeper, 
Tanganyika Railways. 

Mr. G. E. de Silva, Assistant Store- 
keeper, to be Storekeeper, Ceylon 
Government Railway. 


INDIAN RAILWAY STAFF CHANGES 

Messrs. R. C. Moss, Controller of 
Stores, and C. E. Spurgeon, Chief 
Mechanical Engineer, N.W.R., have 
been permitted to retire from Govern 
ment service as from May 24. 


Mr. A. E. Tylden-Pattenson, Agent 
G.I.P.R., has been granted 5} months’ 
leave as from May 28. Mr. L. Wilson, 
Chief Engineer, has been appointed 
to officiate in his place. 

Mr. L. P. Mistra has been confirmed 
as Deputy Agent, E.I.R., as from 
November 13, 1932. 

Mr. P. N. Mukherjee has _ been 
posted as officiating Deputy Chief 
Accounts Officer, E.B.R., as from 
May 26. 

Mr. J. A. Tower, Chief Transporta- 
tion Superintendent, G.I.P.R., has 
been granted an extension of three 
months’ leave in continuation of his 
14 months’ leave from May 11, 1933. 

Mr. C. M. Greenway, Super- 
intendent of Stores, Burma Railways, 
has been granted 12 months’ sick leave 
as from May 23. 
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Acetylene Welding on Railways 


The Eleventh International Acety- 
lene Congress, which was held in Rome 
from June 5 to 10, was attended by 
over 700 delegates from all parts of the 
world, and is certainly the most 
notabie zathering of those interested 


in oxy-acetylene matters which has 
ever taken place in Europe. Great 
Britain was represented by Major 


C. P. N. Raikes, M.C., President of the 
British Acetylene Association, Dr. 
H. E. Watt, representing the Home 
Office, Messrs. K. S. Murray, P. B. 
Liversidge and A. Hoddle, past presi- 
dents of the British Acetylene Associa- 
tion, and by Mr. L. J. Tibbenham, of 
the Suffolk Iron Foundry, and Mr. 
A. B. Harrower, of the British Oxygen 
Company. 

Over 100 papers on a great variety 
of subjects relevant to the oxy-acety- 
lene processes were submitted. Among 
these, of course, a number were highly 
technical and dealt with the metal- 
lurgical and chemical aspects of acety- 
lene and oxygen, and these are prob- 
ably of immediate interest only to 
those engaged in laboratory work, as 
compared with the practical side of 
welding and metal cutting. In the 
report submitted by the Council of the 
British Acetylene Association, dealing 
with progress in oxy-acetylene welding 
ind cutting during the past four years, 
the position as to the application of 
these processes to railway work is 
briefly summed up, and in the course 
of their notes the compilers say :— 

‘“Much research work has_ been 
undertaken on one ot the railways 
during the last three years with a view 
to finding a thoroughly satisfactory 
method of welding tough-pitch copper, 
but the resultant work is not compar 
able with that obtained by welding de- 
oxidised copper. 

‘‘ Nevertheless during the last four 
years much firebox repair work has 
been done in locomotive workshops, 
and on several occasions reported to us 
outside welding specialists have been 
called in to do particularly difficult 
work of this nature and have made 
satisfactory repairs. Not the least of 
the difficulties encountered is the neces- 
sity to work in a confined space at 
awkward angles and the fact that the 
operator frequently has to wear a mask 
while working. 

‘‘ Other research work going forward 
is in regard to the characteristics of 
the surface of flame-cut steel of various 
qualities, according to the carbon con- 
tent, &c. This is testimony to the 
acknowledgment on the part of railway 
engineers to the great value of the cut- 
ting machine and of their desire to use 
it in every possible way for shaping. 

‘‘ Experiments in the building up of 
worn railway crossings and rail ends, 
and in the welding together of rails, 
are being undertaken by the Acetylene 
& Welding Consulting Bureau on behalf 
of three of the largest British railway 
groups. This is very much in the 


nature of pioneer work and follows 
similar work with the electric arc, 
undertaken by one of these groups two 
years ago, for the reconditioning of 
manganese steel crossings.’’ 

M. Zygmunt Dobrowolski contributed 
a paper on ‘the building up of steel 
rails by means of the oxy-acetylene 
blowpipe. His paper covers the ex- 
perimental work which has been done 
in Poland during the last three years, 
work which was undertaken by the 
Polish Association for the Development 
of Welding and Cutting on behalf of 
the Ministry of Communications in 
Poland. M. Dobrowolski has come to 
the conclusion that for this purpose the 
oxy-acetylene blowpipe has several im- 
portant advantages as compared with 
the electric arc, and he gives them as 
follows :— 


1. There is deeper and better fusion of the 
filling rod with the parent metal. 

2. The structure of the rail itself is improved. 
Rail metal subjected to the ceaseless cold 
hammering of the wheels of rolling stock upon 
it loses its elasticity and becomes weaker. 
The annealing by the blowpipe of the metal 
thus affected tends to restore the original 
structure of the rail. 

3. Building up with the blowpipe permits 
hammering of the parent metal while it is still 
hot, and this has the effect of improving its 
physical properties, a thing which cannot be 
done with the arc. 

4. With the oxy-acetylene blowpipe the metal 
is melted to a detinite thickness, and there is no 
fear that cracks.may be left beneath the built 
up part of the rail, whereas in repair by the arc 
it is necessary to grind down the rail until 
completely sound metal is reached, and for 
this reason a great deal more metal has to be 
removed before the welding can be done. 

5. When built up by the blowpipe the 
necessary grinding of the rails, subsequent to 
welding, is very largeiy unnecessary. 

6. Oxy-acetylene welding equipment is much 
less expensive than electrical equipment. 

7. Repair of rails with the blowpipe can be 
done on the track itself without interruption 
of traffic, as the carriage of oxy-acetylene 
equipment along the line presents no difficulties 
at all. 


M. Dobrowolski claims that these 
advantages have been proved in prac- 


tice in Poland during the last three 
years. The author goes on to describe 


various applications of the blowpipe in 
permanent way maintenance in Poland, 
such as reconditioning rail ends, repair- 
ing steel sleepers, and welding of rail 
joints. 

MM. 
Culacz, of 


Golling and Piotr 
Katowice, contributed a 
paper on a new method of joining 
rails by oxy-acetylene welding, for 
which they claim an elasticity equal to 
that of the rails themselves. 

Doctor Engineers L. Saccomani, A. 
Foffano and R. Verzillo described the 
welding work now undertaken on the 
Italian State Railways. At the present 
time approximately 300 oxy-acetylene 
welding operators, 90 electric welding 
operators and 60 technical supervisors 
are employed on oxy-acetylene work 
on Italian State Railways. During the 
financial year 1932/1933, 1,700 tons of 
calcium carbide were used, and 705,000 
cubic metres of oxygen with 90 tons 
of welding rod. Among numerous 
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operations described are the repair of 
wheel spokes and rims and of journal 
fillets, the welding of main and connect- 
ing rods of motor cylinders and boilers. 
They also described the experimental 
work which is undertaken by the State 
Railways in connection with welding 
material, the various comparative ap 
plications of oxy-acetylene, electric arc, 
and atomic hydrogen welding, and gave 
details of the basis upon which pay- 
ment of welding operators is made on 
the Italian State Railways. 

At the final meeting of the Congress, 
June 10, it was unanimously decided 
that the next (XIIth) International 
Acetylene Congress should be held in 
London in 1936. This is an appropriate 
decision, one reason being that the Con 
gress has not been held in this country 
for many years, and also because 1936 
happens to be the jubilee year of the 
British Oxygen Company, which was 
founded in London in 1886. 








London Transport Time- 
tables 


London Transport, in co-operation 
with Index Publishers (Dunstable) 
Limited, has prepared, as announced 


in THE Raiway Gazette of April 
20, a series of new local monthly 
timetables for all its undertakings and 
the main-line railways within its area. 
The price in each case is 3d., and the 
first issues are now on sale. 

For the purpose of localising the time- 
tables the London Passenger Trans- 
port Area has been split up into six 
divisions which are conveniently 
described as London, North Western, 
North Eastern, South Eastern, South 
Western, and Western areas. There is 
a separate timetable for each one of 
these areas, the size being a uniform 
one of 6? in. x 4} in., while distinction 
is achieved by the use of different 
coloured covers. In each _ timetable 
there are three separate sections for bus, 
Green Line, and train services, while in 
that for the London area only tram and 
trolleybus times are also included. The 
Metropolitan line also has a separate 
section allotted to it in the North 
Western timetable only. These differ- 
ent sections are easily distinguishable, 
being printed on papers of contrasting 
tints. 

Each of the timetables contains four 
standard maps showing coach services 
and also country bus services either 
uorth and south of the Thames, and 
railways north and _ south of the 
Thames. Clarity in presentation has ob- 
viously been one of the first considera- 
tions of the publishers, and the use of 
gil sans type has helped materially in 
achieving this end. The London public 
has thus been provided with an excel- 
lent series of guides to the greatest urban 
transport system in the world. Some 
idea of the present extent of this 
system, which began its second year 
of working life on Sunday last, is given 
in an editorial note on page 1. 
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The Pan-American Railway 


A brief history of the scheme and alternative suggestions 
for connecting up all the countries of South America 
with the North American Continent via Central America 


The recent Pan-American Confer- 
ence, held at Montevideo—the seventh 
of the series—again considered the 
question of the Pan-American Railway, 
and various resolutions on the subject 
were duly approved. These are enu- 
merated below, but it will be conveni- 
ent first to outline the history of the 
scheme for this railway. 

The idea of a through railway route 
to unite all the various systems in 
North and South America originated 
with Mr. Root, then U.S. Minister to 
Chile, sometime between 1870 and 
1873. Fifteen years later an official in 
Uruguay revived the question, but it 
was not until 1889 that it assumed any 
real importance, at which date Presi- 
dent Harrison of the United States 
made it part of the programme of the 
first Pan-American Conference at 
Washington. In 1893 an International 
Commission was appointed to draw up 
a proposal for such a railway, and as 
a result, successive conferences at 
Mexico (1901), Rio de Janeiro (1906), 
Buenos Aires (1910), Santiago (1923), 
and Havana (1928), devoted consider- 
able attention to the subject. 

The American continent is divisible 
into three well defined portions, North, 
Central, and South, the second of 
which is very narrow and is now 
pierced by the Panama Canal. The 
total area of the continent is about 40 
million sq. km. (15,444,000 sq. miles), 
on which live 215 million people. The 
railway routes total about 892,000 km. 
(557,500 miles), or with the lines of 
Puerto Rico, Cuba, &c., added, 910,000 
km. (568,750 miles), approximately 57 
per cent. of the entire railway mile- 
age of the globe (Europe accounts for 
26 per cent.). There are 20 independ- 
ent countries on the continent, count- 
ing Canada, which is regarded as inde 
pendent for this purpose, and the three 
Guianas, which are directly dependent 
on European countries. For every 100 
sq. km. of country, there are 2:23 km. 
of railway, or 4:15 km. for each 1,000 
inhabitants. Of the total mileage, 
77-7 per cent. is in the U.S.A.. The 
next largest contributor is the Argen- 
tine Republic, which, however, 
accounts for only 4:47 per cent. The 
Guianas have the lowest proportion— 
0-02 per cent. The variety of gauges 
in South America is unfortunately an 
obstacle to through working in many 
places and this difficulty will no doubt 
be felt all the more as time goes on. 

The route suggested for the Pan- 
American Railway by the Commission 
of 1893 is shown on the accompanying 
map, together with two other routes, 
since independently proposed. The 
chief object is to connect Ottawa in 
Canada with Buenos Aires in Argen- 


tina, but certain transverse routes in 
South America, connecting the main 
route with the capitals of countries 
some distance on one or the other side 
of it, may be regarded as belonging to 
the scheme, as may also the line run- 
ning south from Buenos Aires to 
Biedma on the Gulf of San Matias, a 
distance of over 800 km. (500 miles). 
From Ottawa, the Pan-American route 
reaches the United States at Cornwall, 
passes through Washington and enters 
Mexico at Laredo. It then crosses the 
frontier again at Ayutla and enters 
Central America, passing through the 
capitals of Guatemala, Salvador, Hon- 
duras, Nicaragua, Costa Rica, and 
Panama, and so reaches the Sierras of 
Darien, where it enters South America. 
It then passes thence through Colom- 
bia, Ecuador, and Peru, enters Bolivia 
at Guaqui and, quitting it at La 
Quiaca, crosses Argentina, via Tucu- 
man and Cérdoba, to Buenos Aires. 
It thus extends from 46° north to 35° 
south latitude and its total length is 
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17,170 km. (10,730 miles), of which 76 
per cent. has now been constructed. 
Nothing remains to be done in North 
America, the 24 per cent. yet 
unfinished being composed of 1,000 
km. in Central America, 958 km. in 
Colombia, 462 km. in Ecuador and 
1,725 km. in Peru, or 4,145 km. (2,591 
miles) in all. In Peru the line rises 
to 4,000 m. (13,123 ft.) above sea level. 

The intention was to devote time 
at the recent Montevideo Conference to 
the work of completion, which is con- 
sidered by Senor Marin Vicufia to be 
urgently required. The International 
Commission of 1893 had also recom- 
mended the construction of certain 
transverse, or branch lines, already re- 
ferred to, so as to connect the longi- 
tudinal line with Caracas, Bogota, Rio, 
Asuncion, Montevideo and Santiago, 
which proposals also required consider 
ation. When the whole route from 
La Paz, Bolivia, to Rio de Janeiro is 
completed—1,300 km. (812 miles) now 
remain to be finished—South America 
will possess a transcontinental route 
from Antofagasta to Rio de Janeiro, 
4,710 km. (2,542 miles), comparable 
with those of North America. It is 
estimated that the carrying to com- 
pletion of the sections considered 
essential to the Pan-American Railway 
plan would cost £45,000,000 sterling. 

In addition to this scheme, two 
others advocating alternative routes 
have been put forward. One of these, 
proposed by Senor J. A. Briano, is con- 
sidered of almost equal importance, as 
it links up many portions of the con- 
tinent not at present served by rail 
ways. 

At the Conference at La Habana, 
a recommendation was approved to the 
effect that the two alternative projects 
advanced by the engineers Briano and 
Havens should both be surveyed on the 
ground, as supplementary routes but 
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not in substitution of that which is 
already constructed in two-thirds of 
its extension. Sefior Briano attended 
the following Conference at Montevideo 
in his capacity as President of the 
Permanent Committee, and reported 
on his scheme, which would carry the 
line more into the central zone and 
not hug the Pacific coast so closely. 
The Communications Committee of the 
Conference approved Sefor Briano’s 
projects in principle and agreed that 
his proposed route be given the name 


of the ‘‘ Central Pan-American Rail- 
way’ and be the object of further 
study. Owing to the economic crisis, 


the effects of which have been especi- 
ally severe in South America, there 
was not as much progress as usual to 
report to the Montevideo Conference, 
and nothing seems to have been done 
in regard to the surveys, presumably 
for lack of funds. A number of resolu- 
tions were, however, approved by the 
Conference, which can be summarised 
as follow: 


1. Recommend to the countries interested 
the convenience of hastening the construction 
of the lines necessary to complete the route 
approved by the Intercontinental Railway 
Commission, and known as the Pan-American 
Railway. 


2. Reiterate the declarations made on pre- 
vious occasions to the effect that fresh efforts 
should be made by the countries of America to 
unite by means of the railway, thus establishing 
new bonds of friendship and solidarity. 

3. That the proposed new routes be studied 
with a view to establishing those regions in the 
heart of the Americas most likely to thrive 
and develop under the stimulus provided by 
the establishment of railway communication 
with the present centres of industry. 

#. That the name of this railway system be 
the ‘*‘ Ferrocarril Central Panamericano,” and 
that it be established to serve the centres of 
population and industry, not forgetting the 
necessity of linking it up with present or future 
ports on the waterways of the Amazon, the 
Orinoco, and the Plate. 

5. Recommend to the Council of the Pan- 
American Union that the Permanent Committee 
of the Railway be provided with funds for the 
better fulfilment of its programme. 

6. A recommendation 
dardisation of gauge. 

7. The desirability of linking up the terri- 
tories of Chile, Argentina, Uruguay, Brazil, 
Bolivia, and Paraguay by _ trans-continental 
lines of narrow or medium gauge 


regarding the stan- 








GARAGES NEAR LONDON STATIONS. 
Many motorists avoid the worst of the 
metropolitan traffic congestion by leav- 
ing their cars on the outskirts of 
London and continuing by train to 
the West End or City. A list of 
suburban stations with adjacent public 
garages is published by the Automobile 
Association. Garages near to London 
railway termini are also listed, for the 
benefit of motorists leaving London by 
train. Sketch maps indicate the exact 
location of these garages. Other useful 
features of the booklet, which members 
of the A.A. may obtain free, are a 
reference map indicating the selected 
suburban stations and also a number 
of points at which it is suggested mem- 
bers should meet A.A. pilots when they 
wish to be driven across London. In 
addition, a list of car parks at suburban 
stations is included. 
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Transport in Northern Ireland 


Abstract of a paper read by Major Malcolm Speir, Manager and 
Secretary, Northern Counties Committee, L.M.S.R., at the recent 
Convention of the Railway Students’ Association held in Belfast 


The railways of Ireland, in spite of 
the adverse circumstances of a widely 
scattered population and a lack of 
mineral wealth, have played their part 
as pioneers in transport development. 
For instance, as long ago as 1899 the 
Northern Counties Committee (then the 
Belfast & Northern Counties Railway) 
utilised motor vehicles for the delivery 
and collection of parcels in Belfast, and 
in 1902 ran a motor bus service in con- 
nection with its trains at Whiteabbey 
and Greenisland stations. Also the 
same company introduced third-class 
carriages on all its trains in 1859, which 
was some time in advance of Great 
Britain. To-day the same progressive 


policy is being displayed, and the 
Nerthern Counties Committee, along 
with the other Irish railways, is 


blossoming out as a transport under- 
taking in the full sense of the word, 
operating by road as well as by rail 
(see THE RatLway GazettE for Decem- 
ber 16, 1932, and September 22, 1933). 

Unlike the policy adopted by the 
railways in Great Britain of buying 
shares in existing bus companies and 
allowing those bus companies to con- 
tinue to operate as independent units, a 
policy has been adopted whenever pos 
sible of buying up existing bus com- 
panies in their entirety and operating 
and developing them as an actual part 
of the existing railway undertakings. 
As a result, in some cases so far as the 
passenger traffic is concerned, the rail- 
way is now the sole proprietor of public 
transport both by road and rail. Simi- 
larly with regard to freight traffic the 
Irish railway companies, apart from the 
carting contractors who do the work of 
collecting and delivering goods in the 
larger towns, now own and operate sub- 
stantial lorry fleets for carrying traffic 
in country districts. The N.C.C. lorry 
fleet has been built up on very 
nomical lines, bus chassis being con- 
verted after lives as such into lorries, 
which should give a further three or 
four years’ service. 


eco- 


The close working and _ pooling 
between the railways in Ulster has 
virtually eliminated competition. For 
instance, at both Cookstown and 


Antrim the Great Northern Railway has 
no station staff, all the work being done 
by the N.C.C. staff. A similar state of 
affairs is to be found at other points 
where any two of the railways join. 
Most of the N.C.C. line being single, 
it has been necessary, in order to obtain 
the highest speed possible in the 
running of express trains, to modify the 
layout at crossing places, and to do this 
with the minimum amount of alteration 
and expense. Both lines at crossing 
places have been signalled in both direc- 
tions and one of the lines made as 


straight as possible, so that non-stop 
trains may run through in either direc- 
tion without speed restriction. The 
distant signals apply only to the 
straight lines. 

The passenger rates and fares in 
Northern Ireland are on a lower basis 
than in Great Britain, and there is a 
general tendency to be liberal with 
excursion fares. The standard third 
class single journey fare on the N.C.C. 
is 1-2d. a mile, the return third class 
ordinary fare being 50 per cent. over 
the single fare, thus the standard third 
class return fare works out at 0-9 of a 
penny a mile. Twenty-five per cent. 
added on to the third class fare gives 
the second class fare, and similarly an 
additional 50 per cent. gives the first 
class fare. In addition to this a large 
number of attractive excursion fares 
are in operation to holiday resorts; for 
instance, from Belfast to Portrush, a 
distance of 65 miles each way, there is 
a day excursion fare available by three 
specific trains of 2s. 6d. On two days 
a week an afternoon fare of 2s. for the 
same place by a specific train; 4s. for 
the weekend; 6s. from Friday to Tues 
day, and 7s. 6d. for 15 days. 

There are holiday zone tickets, 10s. 
third available for a week be 
tween Belfast, Portrush and Larne for 
an unlimited number of journeys. In 
conjunction with the inauguration of 
the new residential express train 
service between Portrush and Belfast, 
known as the North Atlantic Express 
(see THe Rattway Gazette for last 
week, page 1148), and to encourage 
people to stay at the Northern Coun- 
ties Hotel, Portrush, there is an attrac- 
tive arrangement, whereby for £6 a 
week a visitor is entitled to stay at the 
hotel, meals inclusive, for seven days 
and to travel up and down each day 
between Portrush and Belfast, having 
the option of taking any meal on the 
train without extra charge. The 
cheap evening excursions which have 
become so popular in Great Britain 
were first inaugurated by the N.C.C. 
This was in July, 1932, when, with 
the object of making a trip by rail as 
cheap as a visit to a cinema or a tram 
ride to one of the public parks, an 
excursion was advertised to Whitehead 
at a fare of Gd. As the distance is 15 
miles each way, this represented a rate 
of about five miles a penny. The 
experiment was immediately success- 
ful, 1,433 passengers being conveyed 
on the first evening. Repeated later 
the same week, the response was so 
great that five trains were necessary. 

One of the results of the intensive bus 
competition is seen all over the country 
in comparatively powerful locomotives, 
especially on branch lines, hauling only 


class, 
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three or four carriages. This has re- 
sulted in a good deal of attention 
having been given in the last few years 
to the construction of railcars. The 
N.C.C. has for some time past been 
experimenting with railcars, and earliest 
were made along with the G.N.R. on 
the County Donegal Joint Lines with 
small improvised railcars constructed 
from old bus chassis and engines (see 
THe Ramway Gazette, December 1, 
1933). Asa result of these experiments 
a railcar with a Leyland torque con- 
verter and two 140 h.p. petrol engines 
was put into operation at the beginning 
of January, 1933, and has been running 
with great success ever since. The car 
normally works about 4,000 miles a 
month, and on this basis the cost is 
approximately Is. a mile, the actual 
figure during April being 12-64 pence. 
This figure includes interest on capital, 
renewal provision and repairs, in addi- 
tion to direct running costs. As a 
result of experiments with this car, a 
second railcar, diesel-engined in this 
case, has been constructed and was 
brought into operation on June 1 of this 
year (see THe Ratmway Gazette, 
june 15, 1934). 

A third is to be built for the N.C.C., 
as well as a diesel shunting engine. It 
seems that there are three uses for 
which hght internal combustion railcars 
should be provided: - 

(1) For working on branch lines, available 
to haul an extra carriage, or two or three 
vans, horse boxes, or cattle trucks, and able 
to stop at road and accommodation crossings 
and lift up passengers just like a bus on the 
road. his will make brartch line services 
much more elastic and give a far greater number 
of points where passengers can be picked up 
or set down. 

(2) For light suburban work up to, say, 300 
passenger capacity. 

(3) For express services between two points, 
thus enabling a more frequent service to be 
given than is economically possible to-day 
when only occasional heavy express trains 
are run 

The Belfast & County Down Railway 
is experimenting with a diesel-engined 
locomotive built by Harland & Wolff 
Limited, which it is utilising on the 
Ballyshinch branch for working mixed 
passenger and goods trains (see THE 
RaILway GAZETTE, May 19, 1933). The 
Great Northern Railway is also experi- 
menting with diesel railcars, but they 
are of the lighter 120 h.p. single-engine 
type. Two are in operation; one is an 
A.E.C. with a diesel engine, Daimler 
fluid fly-wheel and Wilson epicyclic 
self-changing gear box, weighing about 
i9 tons. The other has a Gleniffer oil 
engine, with the Tilling-Stevens system 
of electrical transmission, and weighs 
about 21 tons (see THE Ratrway 
GAZETTE, July 15, 1932). 

From an economical and _ general 
utility point of view it has been found 
a good arrangement for the locomotive 
department to look after the mechanical 
side and running of the buses, just as 
it does with the trains; and similarly 
for the traffic and commercial 
departments to look after the traffic 
and commercial side of the buses. 
This is done to make the staff 
‘" transportwise ’’ as against ‘‘ bus ”’ or 
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‘ railwaywise,"’ and has also enabled 
existing machines and apparatus to be 
used tor both services. Thus in the 
N.C.C. workshops buses and carriages 
are usually being repaired simultane- 
ously. Certain additional tools, of 
course, were required and obtained, for 
purely bus work, but a number of 
members of the staff do work for both 
sides. Similarly, other members of the 
staff are made as interchangeable as 
possible; thus a porter may become a 
bus conductor and _ get promotion 
thereby, and a bus conductor may 
become a _ ticket collector and get 
further promotion as a result. It also 
makes possible economies in staff, as a 
porter trained as a bus conductor can, 
on short notice, be taken away from 
a station to work a bus. Likewise, a 
bus conductor can be trained as a bus 
driver and a porter utilised in his place. 

In dealing with passenger traffic one 
of the great problems has been the 
quick transfer of passengers and goods 
between trains and ships, as a large 
proportion of tourist and general traffic 
carried in Ireland is seaborne. To 
co-ordinate the ships, railway and bus 
work in Belfast through buses between 
the railway stations, the bus station 
and the quay have been provided. At 
Larne Harbour, in addition to the utili- 
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sation of Lister petrol trucks and trays, 
an electrically operated belt conveyor 
has been in operation for about two 
years now. By this means freight can 
be conveyed between the train side 
and the ship without interfering with 
the passengers or with the working of 
the electric crane, and this has greatly 
facilitated the speedy handling of lug 
gage, mails and goods between the 
shore and the ship. It has, at the 
same time, proved most economical in 
working, giving a return of about 18 
per cent. on the capital expenditure 
with due allowance for maintenance 
and renewal. 

Before passing from the passenger 
side it should be mentioned that reali 
sing how essentia] it is to give the 
public who travel by bus every facility 
in accommodation, the N.C.C. erected 
a most up-to-date bus station at 
Smithfield in the heart of Belfast. 
(See THe RatLway Gazette for Sep- 
tember 22, 1933). The N.C.C. bus 
fleet consists of most up-to-date 
vehicles, almost entirely Leylands and 
Albions, and as a result of experiment 
ing with diesel oil-engined buses, 20 
Leylands of this type have been pur 
chased this year. The buses operated 
are single deckers, mainly 30 and 32 
seaters. 








East Indian Railway Officers’ Dinner 


The 36th East Indian Railway 
Officers’ Annual Dinner was held at the 
Trocadero Restaurant on June 29, Mr. 
P. G. Murray taking the chair. Among 
those present were the following :— 


Sir George Colvin, Sir James Duncan Elliot, 
Sir Hugh Hannay, Col. Sir Gordon Hearn, 
Sir Clement Hindley, Sir Bradford Leslie, 
Sir Philip Nash, Sir Charles Stuart-Williams, 
Lt.-Col. Froom, Dr. E. W. Guinness, Lt.-Col. G, 
Huddleston, Capt. W. B. Huddleston, Dr. J. H. 
Paterson, Lt.-Col. A. W. Rendell, Lt.-Col. W. E. 
White, Messrs. A. H. Aslett, A. R. Aslett, 
G. G. Aslett, W. Baker, H. Kelway-Bamber, 
F. S. Bond, K. Bright, E. J. Buckton, R. D. 
Bury, R. E. Bury, A. C. Carr, A. D. Carroll, 
D. D. Cruickshank, J. T. Derry, A. Devon, 
G. C. Devon, R. Dormer, S. T. Dutton (Hon, 
Secretary), H. G. Emmerson, C. Fyers, H. J. 
Fereday, W. I. Ferrar, T. Foster, E. J. Fottrell, 
H. Gatford, A. W. Goldsack, A. Gumbrill, 
H. W. C. Halpin, G. R. G. Huddleston, H. B 
Huddleston, A. H. Johnstone, E. Leyland, 
D. Livingstone, F. G. S. Martin, R. E. L. 
Maunsell, R. H. Middleton, C. H. McAllister, 
R. F. McAllister, E. J. Monk, E. Moreau, 
E. G. Moyes, H. C. Muggeridge, J. A. O'Neill, 
C. W. Parsons, R. G. Peckitt, W. E. Pincombe, 
F. D. Playford, B. V. Radley, G. A. Roberts, 
F. E. Robertson, J. Robertson, J. R. Rogers, 
E. Rogerson, C. F. Satow, H. H. Saunders, 
B. Severs, F. A. Sherriff, J. Tritton, W. J. 
Tomes, T. A. White, C. H. Windle and C. G, 
Young. 


Proposing the toast of the evening, 
‘‘The East Indian Railway,’’ the 
Chairman remarked that as it was now 
15 years since he left that railway he 
could say little about the recent history 
of it. A study of the four-anna (which 
used to be two-anna) guide at the 
Indian Railways Publicity Bureau in 
the Haymarket had, however, revealed 
many changes, among them that that 
very precious section of the old E.I.R., 


the Delhi-Umbala-Kalka, had now been 
handed over to the North Western 
administration. From what he could 
see, too, instead of the Railway Board 
having taken over the E.I.R., the 
E.I.R.—in the shape of Sir Clement 
Hindley, Sir George Colvin and Sir 
Hugh Hannay—had taken over the 
Board. Beyond these facts and the 
taking over by the E.I.R. of theO.&R.R. 
(Old and Rotten Railway) little was 
known to him, and he therefore asked 
Sir Hugh Hannay to tell them recent 
E,I.R. news. 

Sir Hugh Hannay said that it was 
not in spite of the taking over of the 
O.&R.R. and many State Railway- 
men, but because of this that the 
E.I.R. was the most efficient railway 
in India. Incidentally the O.&R.R. 
gave to the E.I.R. the best shooting 
country in India! The toast, ‘‘ The 
E.I.R.,"’ was then cordially responded 
to. 

The Chairman next proposed the 
health of ‘‘ The Guests,’’ coupled with 
the name of Sir Bradford Leslie, to 
which the latter briefly replied. Finally 
Mr. Murray, in asking that the health 
of the energetic honorary secretary, Mr. 
Dutton, be drunk, said that everyone 
owed him a great debt for his responsi- 
bilities in connection with that, the 
largest dinner for years, and for all 
his hard work. Mr. Dutton suitably 
replied. 

This enjoyable gathering served to 
revive many old friendships, not only 
among original E.I.R., but also State 
Railway officers. 
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GREAT SOUTHERN OF SPAIN 
RAILWAY CO. LTD. 


rhe ordinary general meeting of this 
company was held on Monday, 
June 25, at 2, Broad Street Place, 
E.C.2, Mr. C. H. Pearson (Chairman 
of the company) presiding. 

The Secretary (Mr. F. P. Higgs) read 
the notice convening the meeting and 
the auditors’ report. 

The Chairman, in moving the adop- 
tion of the report and accounts, said 
that the result of the year 1933 was a 
net loss of £15,769. This figure in 
itself compared with a loss of £28,199 
in the previous year, due principally 
to a further reduction in working ex- 
penses in conjunction with a moderate 
increase in the iron ore traffic, but un- 
fortunately the serious effect of the 
non-fulfilment of the Spanish Govern- 
ment undertakings was a_ continued 
feature of the report. In neither year 
was there any charge for the sinking 
fund of the first mortgage debenture 
stock owing to the operation of the 
moratorium, and the accumulated debit 
balance on net revenue account was 
now £64,640. 

The gross receipts amounted to 
£109,351 compared with £106,372 in 
1932, showing an increase of £2,979, 
or 3 per cent. Mineral traffic receipts 
in comparison with the previous year 
increased by £8,431 to £32,644, or 35 
per cent., but this was offset to a great 
extent by a further decrease of £5,452 
in receipts from other sources. Of the 
traffic other than minerals, merchandise 
produced £5,713 less. The small in- 
crease of £655 from passengers followed 
the special efforts made to meet road 
competition. 

In spite of the revival in the iron 
and steel trade, the tonnage of ore 
carried for export had not risen com- 
mensurately, and the small increase of 
35 per cent. recorded on the low limit 
figure of 101,758 tons in 1932 had to 
be compared with nearly 700,000 tons 
handled in 1929. 

Early in 1933 a budget basis was 
introduced for keeping expenditure 
within estimated receipts and this had 
been adhered to as strictly as possible 
throughout the year. Savings were 
effected by pensioning off the older and 
inefficient labourers to compensate for 
the compulsory restoration of men pre- 
viously dismissed, and staffing expenses 
were reduced by closing certain small 
stations during idle hours of the work- 
ing day. As a result, working ex- 
penses, including pensions, decreased 
by £10,771 in 1933, notwithstanding 
a 3 per cent. increase in receipts and 
the handling of a greater volume of 
traffic. Coal consumption was reduced, 
but the outlay for that purpose rose 
slightly owing to the higher price of the 
fuel. Mining interests had attempted 
to fix the price still higher, but the 
railway companies had successfully pro- 
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tested both individually and through 
their Association against this mea- 
sure. 

Late in 1933, the Railway Com- 
panies’ Association had also urged that 
the costs of Juries of public utility 
undertakings should be provided for, 
as for other industries, in the National 
Budget, and last April a decree was 
published making this effective. This 
was a welcome relief, as the contri- 
bution payable by the company to the 
Mixed Jury or Labour Board in 1933 
had risen to £894. During the past 
year, the Mixed Jury had considered 
and approved the draft Labour 
Contract submitted by the men’s union 
in 1932, and a permanent contract, con- 
taining elaborate regulations regarding 
rates of pay, promotions, pensions and 
so on, had been drawn up and pub- 
lished in the Madrid Gazette. Appeals 
had been lodged against this imposi- 
tion in the legal guise of a Labour 
Contract of rules, which were economic- 
ally impossible under present condi- 
tions. The company had also con- 
tinued to maintain that, never having 
accepted the investment of State 
capital, its administrative affairs were 
not liable to intervention by _ the 
recently appointed Comisarios, nor 
should it be compelled to contribute to 
the expenses thereof. 

Reviewing the balance sheet, the 
Chairman stated that there had been 
no expenditure on Capital Account 
during 1933, while the stock of stores 
showed a decrease of some £5,000. 
Cash balances decreased by £1,517 to 
£6,795, but the necessity of providing 
funds had resulted in a further serious 
depletion of investments. The remain- 
ing balance of £10,436 was in British 
Government securities, the market 
prices of which were now appreciably 
in excess of the valuations shown in 
the balance sheet. As against this, the 
company was still in arrears of nearly 
£6,000 for British income tax. 

Outlining the course of events which 
had led to the present serious shortage 
of funds, and to the drawing up of 


a new moratorium scheme regarding 
the service of the First Mortgage 
Debenture and Income Debenture 


stocks, the Chairman placed the origin 
of the trouble in 1920, when the 
Spanish Government had arbitrarily 
imposed increased wages, varying in 
the present case from 60 to 115 per 
cent., on the railway companies. Re- 
alising that this additional expenditure 
could not at once be met, the Govern- 
ment had instituted loans for the pur- 
pose, pending the revision of tariffs to 
cover all working expenses. But the 
tariffs had remained unrevised, and at 
the end of 1928 the State aid scheme 
terminated also. The entire burden 
thus fell upon the company as from 
the beginning of 1929, and to it were 
added other impositions, such as the 
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compulsory use of Spanish coal and 
new minimum wage regulations. At 
the same time, receipts had declined 
continuously from £234,706 in 1929 to 
£106,372 in 1932. The increased rates 
of wages had involved an_ addi- 
tional expenditure of about £20,000 
a year. 

Rigorous economies and sacrifices had 
succeeded in reducing working ex- 
penses from £200,813 in 1929 to 
£122,667 in 1933. This was a decline 
of 39 per cent., but gross receipts had 
simultaneously fallen by 53 per cent. 
There was a point beyond which work- 
ing expenses could not be cut. More- 
over, the railway employee in Spain 
had been granted a permanent status, 
and the company could not, in con- 
sequence, reduce its establishment. 
Much of the saving had been effected 
by deferring expenditure not imme- 
diately essential. But a return to more 
normal traffics would entail this being 
undertaken before it could be handled 
expeditiously and economically. 

The company had made repeated 
representations to the authorities con- 
cerning its situation and was now put- 
ting its case before the Government 
with regard to a new law authorising 
the raising of certain tariffs. For the 
first twenty-four weeks of the current 
year, traffics had risen slightly, but 
cash receipts still did not cover essen- 
tial outgoings. The Chairman wished 
to make it clear, in conclusion, that 
the moratorium scheme to be _ sub- 
mitted to the holders of the Mortgage 
and Income Debenture stocks could not 
ensure the financial rehabilitation of 
the company. It could only help to 
bridge the anxious period of waiting 
until traffics resumed and maintained 
their normal proportions. 

The report and accounts were adopted 
unanimously. 








General Electric Progress.—At 
the annual general meeting of the 
General Electric Co. Ltd., on June 28, 
Sir Hugo Hirst, the Chairman, said 
that a real and steady improvement 
started about September last, producing 
its full effect on home and overseas 
sales, and also on the heavy engineering 
department. The latter could not 
benefit immediately in output, but the 
order books from that date onwards 
had been gradually filled, so that to-day 
they were nearly back to normal. So 
far as export was concerned, it showed 
an improvement in every country, and 
in every one of this company’s depart- 
ments. In the second quarter (July- 
September) of the financial year 1933-34, 
there was a decrease in home business 
of 8-1 per cent., but in the third quarter 
there was an increase of 11 per cent., 
and in the fourth quarter an increase 
of 11-6. In overseas business up to 
the end of June, 1933, there was a 
decrease of 3-8 per cent., but an 
improvement began in August; in 
December the total showed an increase 
of 11 per cent., and in March, 1934, 
an increase of 14-6 per cent. 








NOTES AND 


Home Railway Dividend Dates. 
lhe dates on which the announcements 
of the four group railway companies as 
to interim dividends are expected to be 
made are: London Midland & Scottish, 
July 26; Southern, July 26; Great 
Western, July 27; London & North 
Eastern, July 27. 


New Railway Enquiry Office at 
Cromer.—tThe L.N.E.R. and the M. & 
G.N. Joint Railway opened on July 1 
a railway enquiry office at Burleigh 
House, Brook Street, Cromer, for the 
summer season. Railway tickets will be 
obtainable in advance, and small parcels 
and luggage in advance forms accepted. 


Automatic Light Control in the 
U.S.A.—A new aluminium subway car 
which has been constructed by the 
Pullman Car and Manufacturing Corpo- 
ration for the Brooklyn-Manhattan 
fransit Company and which incorpo- 
rates many modern developments in 
equipment, makes use of the selenium 
cell to turn on all the car lights when 
natural illumination falls below a certain 
intensity. 


The Ludgershall & Tidworth 
Railway.—tThis railway, which is the 
property of the War Office, is leased and 
worked by the G.W.R. The latter is 
at. present carrying out improvements 
to the signalling arrangements with a 
view to enabling a portion of the railway 
to be worked as a single line ; provision 
is, however, being made for double-line 
working to be resorted to whenever the 
volume of traffic to be dealt with neces- 
sitates this course. 


The Week’s Road Accidents.—The 
Secretary to the Ministry of Transport 
has issued the following return, for the 
week ended June 23, of persons killed 
or injured in road accidents :— 


Re ported 
during the 
week as 
having died 
as the 
result of Injured in 
accidents accidents accidents 
reported occurring reported 
during the in previous during the 


Killed in 


week weeks week 

No. No. No. 
England 86 28 4,473 
Wales ... 3 -" 214 
Scotland 13 3 450 

102 31 5,137 


The total fatalities of the week as the 
result of road accidents were therefore 
133, as compared with 142 in the pre- 
ceding week. 


Junior Institution of Engineers’ 
Jubilee.—The Junior Institution of 
Engineer’s jubilee festival dinner and 
dance was held at the Hotel Metropole 
on June 29, with Mr. W. J. Tennant in 
the chair. A message from the King 
was read thanking the members for 
their loyal message of good wishes and 
congratulating them on the celebration 


THE RAILWAY GAZETTE 


NEWS 


of the 50th year of their foundation. 
Sir Henry Maybury, President of the 
Institution of Civil Engineers, proposed 
the toast of ‘‘ The Junior Institution of 
Engineers ’’ and Mr. Tennant suitably 
replied. ; 


Reduction in P.L.M. Autocar 
Fares.—Fares for the P.L.M. summer 
autocar services represent an all-round 
reduction of approximately 15 per cent. 
as compared with last year. 


French Railway Folders.—A batch 
of folders relating to the picturesque 
regions covered by the Paris-Orleans 
and Midi Railways has reached us from 
their London office at Victoria station. 
There are seven in all, and five of them 
have their picture cover attractively 
coloured. The use of different tinted 
inks in the printing of the letterpress 
adds to the interest of the folders 
which are printed in English and deal 
with Andorra, Hossegor, Central France, 
the Loire Valley and the Garonne. 


Chancery Lane Station.—The Lon- 
don Passenger Transport Board states 
that consideration has recently been 
given to the name of the recently- 
reconstructed Chancery Lane station 
on the Central London Line, which was 
briefly described in last week’s issue. 
Suggestions have been made that a more 
exact description of the location is 
desirable, having regard to the fact 
that the new entrances to the station 
are at the top of Gray’s Inn Road, and 
it has been decided to supplement the 
name Chancery Lane with the name 
Gray's Inn. ‘This supplemental name 
now appears on the station platforms. 


Forth Road Bridge Proposal.- 
The Government has rejected the pro- 
posal of a road bridge over the Firth of 
Forth at Queensferry. Mr. Oliver 
Stanley, the Minister of Transport, in 
a reply by letter to a deputation of 
Scottish Members of Parliament, who 
urged the erection of a bridge to cost 
about £6,000,000, says that no Minister 
of the Crown would in common prudence 
be justified in giving his support to a 
scheme involving expenditure of the 
magnitude under discussion. The Road 
Fund was to find 87} per cent. of the 
total cost, while the remaining 12} per 
cent. would be liquidated by tolls. The 
traffic arguments in favour of the 
Queensferry Bridge scheme were not 
strong when related to the very great 
cost. 


The ** Southern Belle ’’ Renamed. 

On June 29, the Southern Railway 
Pullman car express between London 
and Brighton, which has for a quarter 
of a century been known as the Southern 
Belle, was accorded a civic reception 
on its arrival at Brighton and was re- 
named the Brighton Belle. The station 
was gaily decorated and the ceremony 
was performed by the Mayor’ (Miss 
Margaret Hardy); The occasion coin- 
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cided with the opening of Brighton’s 
new £100,000 swimming stadium. In 
our issue of December 15 last we 
referred editorially to the history and 
development of this famous train. 


Agreed Charges.—Fourteen more 
applications for the approval of agreed 
charges under the provisions of Section 
37 of the Road and Rail Traffic Act, 
1933, have been lodged with the Railway 
Rates Tribunal, as will be seen from the 
legal notice published on p. 39. These 
applications may be inspected at the 
office of the Tribunal, 2 Clement’s Inn, 
W.C.2, at the Railway Clearing House, 
and at 11 named centres outside London, 
Notices of objection must be filed at the 
office of the Registrar (2 Clement’s 
Inn) on or before July 24. 


Royal Station Hotel, York.—The 
L.N.E.R. is about to carry out a scheme 
of improvements at the Royal Station 
Hotel, York, including the removal of 
the cloak room accommodation and 
Post Office telephone cabinets from 
their present positions in the station 
entrance corridor opposite the reception 
office, where the available space is 
somewhat restricted, to new sites in 
the same corridor. The hall porter’s 
office will be removed from its present 
position at the foot of the staircase to 
a position directly opposite the enquiry 
office. An additional Post Office tele- 
phone box will be installed on the 
ground floor, and Post Office telephone 
boxes will also be installed in the 
corridors on the Ist, 2nd, and 3rd floors 
of the hotel. 


Three Southern Railway Posters. 

An attractively-coloured poster—the 
first to advertise the new railway air 
services that we have seen—is to hand 
from the Southern Railway. It is an 
aerial view of the region from Victoria 
and Croydon to the Isle of Wight 
(a route traversed by Railway Air 
Services Limited, in conjunction with 
Spartan Air Lines Limited, in one and a- 
half hours), and is surmounted by an 
aeroplane in flight. On the left is a 
neatly arranged column of information 
indicating where tickets may be ob- 
tained. A second poster from the same 
quarter deals pictorially with the charms 
of the Belgian coast; whilst a third, 
which is even more colourful, and much 
larger, stresses the advantages of travel- 
ling to North Devon and North Corn- 
wall by the Atlantic Coast Express. 


Chinese Railway Statistics.—Sta- 
tistics of Chinese National Railways for 
China for 1931 have recently been 
issued by the Minstry of Railways. At 
the end of 1931 the total length of 
main and branch lines operated by the 
Department was 7,811 kilometres, of 
which 67-45 per cent. was main line 
trackage. The average cost of road 
and equipment per kilometre of main 
and branch lines owned is Chinese 
$95,651. The highest cost was that for 
the Hupeh-Hunan amounting’ to 
$126,216 per km., the lowest being 
$50,599 per km. for the Taokow- 
Chinghuo. Although the figures have 
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materially altered in the last two years, 
there was on December 31, 1931, a net 
deficit of $84,098,931 as compared with 
$66,023,848 on the same date in 1930 
for the same systern of railways. 


L.M.S.R. Act.—The Royal Assent 
was given on June 28 to the London 
Midland & Scottish Railway Act, 1934. 


London Transport Bill.—The Lon- 
don Passenger Transport Bill was read 
a second time in the House of Lords on 
July 3, and committed to a Select 
Committee under the Chairmanship of 
Lord Wemyss, which will meet on 
Tuesday, July 10. Petitions against 
the Bill have been deposited by the 
London County Council, Richmond 
Corporation, Stepney Borough Council, 
Middlesex County Council, Wembley 
Urban District Council, and Surrey 
County Council. When the Bill came 
on for second reading on July 3, Lord 
Jessel said that the promoters had 
given certain undertakings to meet 
objections, and the objectors did not 
now desire to oppose the second reading. 


Nyasaland Railways.—The scheme 
for providing Nyasaland with through 
rail communication from the lake to 
the sea is now approaching completion, 
the rails of the northern extension 
having already been laid to Salima. 
In conjunction with Government the 
Nyasaland Railways are making ar- 
rangements to improve the transport 
facilities on Lake Nyasa so that there 
may be adequate means for bringing 
produce from the lake shores to the 
terminus of the northern extension. 
Excellent progress has also been made 
by the contractors, the Cleveland Bridge 
& Engineering Company, with the 
construction of the Zambesi Bridge, 
which is expected to be carrying traffic 
early next year, thus completing the 
through rail route. 


District Railway Athletic Associa- 
tion Sports.—The annual sports meet- 
ing of the District Railway Athletic 
Association was held at Acton on 
Saturday, June 23. This was the first 
occasion on which certain events were 
open to competitors from outside the 
old T.O.T. group, and the Metropolitan 
line put up a good performance, F. G. 
Knights winning the 300 yards L.P.T.B. 
handicap, B. E. Sales the L.P.T.B. high 
jump, and the team of the Metropolitan 
Railway Athletic Association carrying 
off the one mile L.P.T.B. relay. The 
prizes were presented by Lady Ashfield. 
Mr. G. Yorke, Honorary General Secre- 
tary of the Association, introduced her 
ladyship and conveyed to her the good 
wishes of those present for the speedy 
recovery of Lord Ashfield, who, although 
as yet unable to attend outdoor func- 
tions, was making good progress after his 
recent illness. At the end of the prize- 
giving, Lady Ashfield expressed her 
deep interest in the affairs of the Dis- 
trict line, as the first with which her 
husband had been associated. A vote 
of thanks to her ladyship, proposed by 
Mr. A. J. Ryman, chairman of the 
Association, was enthusiastically carried. 
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Sir Edward Holland (Member of the 
Board) joined with Lady Ashfield in her 
good wishes to the Association and 
thanked the organisers for the arrange- 
ments of the meeting. Other L.P.T.B. 
officers present were: Messrs. W. A. 
Agnew (Chief Mechanical Engineer, 
Railways), Evan Evans (General Super- 
intendent, Railways), Ernest Evans 
(Divisional Superintendent, Railways), 
W. S. Graff-Baker (Assistant Mechani- 
cal Engineer, Railways), E. Graham 
(Assistant Mechanical Engineer, Acton 
Works), J. L. B. Lindsay (Chief Staff 
Officer), V. A. Larcombe (Indoor Super- 
intendent, Railways), J. H. Millen 
(Chief Electrical Engineer), J. P. Thomas 
(General Manager, Railways). 

Better Traffics in Czechoslovakia. 

Figures ior the first four months of 
the present year show a turn for the 
better in the affairs of the Czechoslovak 
State Railways, which at the end of 
1933 recorded a deficit of 100 million 
kronen. The number of passengers 
carried during this period rose by 
2,165,490. Receipts from this traffic, 
however, fell by 20 million kronen 
owing to the substantially reduced 
fares in force. It is hoped that the 
inducement to travel offered by these 
reductions will eventually attract suffi- 
cient custom to offset the smaller 
takings per passenger. Goods receipts 
for the four months increased by 43 
million kronen. 


Inspection of the L.M.S.R. (N.C.C.) 
Line.—The annual inspection of the 
N.C.C. system of the L.M.S. Ry. was 
begun on June 20, by Sir Josiah Stamp, 
Chairman and President of the Execu- 
tive Committee, together with Mr. 
E. J. H. Lemon and Mr. W. V. Woods, 
Vice-Presidents, and the following 
Northern Ireland directors :—Major 
J. A. O. Torrens, Viscount Massereene, 
Sir Arthur Rose, Sir Dudley M‘Corkell, 
Mr. Charles Booth, and Mr. Thomas 
Somerset, M.P. Sir Josiah Stamp and 
Mr. Lemon were met at Larne Harbour 
by the directors, who were accompanied 
by Major Speir, Manager and Secretary, 
and members of the N.C.C. staff, 
including Messrs. W. Getty, Operating 
Superintendent ; R. H. Murphy, Steam- 
ship Superintendent; F. L. Smith, 
Accountant; Malcolm Patrick, Locomo- 
tive Superintendent ; R. L. McIlmoyle, 
Civil Engineer; Noel Taylor, Hotels 
Manager, and William J. Orr, Station- 
master and Steamer Agent. 


Russian Locomotive Building .— 
In a long letter to The Manchester 
Guardian, Mr. Marcus Samuel, a London 
financier, quotes various Russian tech- 
nical journals as indicating that the 
management of the new locomotive 
building works at Lugansk is anything 
but satisfactory. According to Za 
Industrializatsiu, “‘ work in the splendid 
shops of the new Lugansk locomotive 
plant’ is unsatisfactory. The number 
of people loafing on the job is con- 
spicuous, and the erecting shop reminds 
one of a holiday scene on a boulevard. 
Commissar Ordzhonikidze even found 
workers on the day shift asleep in the 
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forging shop.’”’ Mr. Samuel remarks 
that when the plant was expected to be 
successful, the Moscow Narodny Bank’s 
Monthly Review gave the cost as 
450,000,000 roubles, but when M. 
Ordzhonikidze discovers it is a failure, 
Za Industrializatsiu gives the cost as 
200,000,000 roubles. Lugansk works 
was supposed to be capable of turning 
out 1,080 heavy 2-10-2 locomotives in 
a year, although only 300 have been 
programmed for 1934. 


Canadian Pacific Earnings.—Gross 
earnings of the Canadian Pacific Rail- 
way for the month of May, 1934, 
amounted to $10,454,000, an increase 
of $1,665,000 on May, 1933. In the 
working expenses of $8,652,000 there 
was an advance of $839,000, leaving net 
earnings $826,000 higher, at $1,802,000. 
For the period January | to the end of 
May, 1934, aggregate gross earnings 
were $47,201,000, an _ increase’ of 
$6,917,000, and the net earnings of 
$6,299,000 were higher by $3,487,000 
than those for the corresponding period 
in 1933. 


Electrical Machinery for Holland. 

An unusual consignment of electrical 
machinery will be transported within 
the next few days by rail and the 
Harwich-Zeebrugge Train Ferry from 
Newcastle-on-Tyne to Lutterade in 
Holland. This consignment, consisting 
ef a stator weighing 40 tons and a rotor 
weighing 15 tons, will be loaded on to 
an S8l-ton ‘‘ Weltrol’’ wagon and a 
‘Rectank’’ wagon at the works of 
C. A. Parsons & Co. Ltd., Newcastle- 
on-Tyne, and will travel through with- 
out transhipment to the Dutch Mine 
Power Station at Maurits, in Holland. 


Institution of Mechanical Engin- 
eers Summer Meeting.—The annual 
summer meeting of the Institution of 
Mechanical Engineers was held in Liver- 
pool from June 26 to 29. A civic recep- 
tion was accorded to the members on 
the opening day by Mr. G. A. Strong, 
the Lord Mayor. This was followed by 
the only formal conference of the meet- 
ing, at which Mr. J. Austin, Superin- 
tendent Engineer of the Cunard Steam 
Ship Company, read a paper on “ Liver- 
pool and the Atlantic Ferry.’’ The re- 
mainder of the meeting was occupied 
by visits to centres of engineering 
interest on Merseyside. 


Greenly’s First Hundred.—tThe 
regular advertisements of Greenly’s 
Limited in certain newspapers have 
attracted considerable attention by the 
original and striking manner in which 
they urge the benefits of publicity and 
the qualifications of the firm to supply 
it. This series of announcements re- 
cently passed the century mark, and 
“ Greenly’s First Hundred ”’ is a handy, 
pocket-size collection of the earlier 
advertisements which has been pub- 
lished to mark the event. In addition 
to the pages of reproductions, each of 
which is an object lesson in the expres- 
sion of ideas and repays careful study, 
there are notes on the various facilities 
offered by the firm. Copies of the 
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booklet will be sent to business firms 
on application to Greenly’s Limited, 
Incorporated Practitioners in Adver- 
tising, 5, Chancery Lane, W.C.2. 

A Southend-Rochester Air Ferry. 

Another air ferry, which avoids a 
circuitous land route, has now been 
established between Rochester aero- 
drome and Rochford aerodrome, South- 
end-on-Sea. There is an hourly service 
every day, including Sundays, from 
9 a.m. to 7 p.m. The service is being 
operated jointly by Short Brothers of 
Rochester and the Southend-on-Sea 
Flying Services Limited. The fares are 
8s. single and 12s. return. 


The Peiping-Mukden Express. 
Through running between Peiping and 
Mukden, which has been interrupted for 
two years, following the fighting in 
Jehol, was resumed on July 1. The 
journey of the first train was marred 
by the explosion of a bomb in a crowded 
third class carriage. It is stated that 
three Chinese passengers were killed and 
several injured, and it is believed that 
the outrage was the work of Chinese 
bandits. The train continued its journey 
after the damaged coach had _ been 
detached. 


Westinghouse-A.E.G. Ticket Ma- 
chines.—Last week the Westinghouse 
Ticket Machine Co. Ltd. was incorpo- 
rated as a private company, with a 
nominal capital of £5,000 in £1 shares, 
of which 2,500 are to be issued as fully 
paid to the A.E.G. Fahrkartendrucker 
G.m.b.H., and 2,500 for cash to the 
Westinghouse Brake & Saxby Signal 
Co. Ltd. The new company has been 
formed to adopt an agreement with 
A.E.G. Fahrkartendrucker G.m.b.H. 
and the Westinghouse Brake & Saxby 
Signal Co. Ltd. It is intended to carry 
on the business of manufacturers and 
dealers in ticket printing machines for 
use in connection with railways, ship- 
ping, tramway, motor, air or other 
transport services, &c. The first directors 
are Mr. Richard T. Durran and Baron 
Gottfried Meyern Hohenberg (deemed 
to have been appointed by the A.E.G.), 
and Messrs. Bernard. H. Peter and 
William H. Powell (deemed to have 
been appointed by the Westinghouse 
Company). The registered office is at 
82, York Road, King’s Cross, N.1l. We 
understand that ticket issuing installa- 
tions and machines to A.E.G. patents 
are to be manufactured at the Westing- 
house works at Chippenham. In our 
issues of May 29 and June 5, 1931, we 
described the mechanised booking hall 
on the A.E.G. system at Newcastle 
Central station, L.N.E.R. 


Hillmans Take Over Midland & 
Scottish Air Ferries Services.—Hill- 
mans Airways informs us that it is 
taking over the services at present 
operated by Midland & Scottish Air 
Ferries Limited between London, Liver- 
pool, the Isle of Man, Belfast, Campbel- 
town, Islay, and Glasgow. As an- 
nounced in THE RatLway GAZETTE for 
June 22, Railway Air Services Limited 
is to inaugurate an L.M.S.R.-associated 
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service over this route sometime during 
the month. The managing director of 
Midland & Scottish Air Ferries Limited 


is Mr. John C. Sword, who is also 
Managing Director of the Western 


S.M.T. Co. Ltd., a railway-associated 
bus company. Another Hillman change 
is the recent transference of its London 
aerodrome from Romford to Stapleford 
Abbotts. 


L.M.S.R. 
lance 


International Ambu- 
Competition.—Two  teams- 

Dundee (West) and Crewe (Machine 
Shop)—tied with 2604 marks out of 
a possible 300, in the L.M.S.R. Inter- 
national Ambulance Competition at the 
Midland Grand Hotel, St. Pancras, on 
June 28. The International Ambulance 
Trophy, however, was awarded to the 
Dundee team, which had secured higher 
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marks in the individual tests. Lady 
Hartley, wife of Sir Harold Hartley 
(Vice-President, L.M.S.R.), presented 
the trophy and prizes at the end of the 
meeting. 

G.W.R. Express Railcar Trip. 
After being inspected at Paddington by 
a number of directors and chief officers 
of the company, including Sir Robert 
Horne, Lord Palmer, Sir James Milne, 
and Mr. C. B. Collett, the first of the 
new G.W.R. diesel-mechanical railcars 
ran down to Birmingham on Wednesday 
last, and returned to Paddington the 
same evening. The first 102-1 miles 
from Paddington to a stop in Widney 
Manor station were run in 112 minutes ; 
thereafter numerous delays were en- 
countered, so that the whole distance of 
110-6 miles occupied 145 minutes. 
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A New Mechanical Point Indicator 


The accompanying sketch illustrates 
a new point indicator of the ground- 
disc signal type, which is being manu- 


factured and marketed by the East 
Ferry Road Engineering Works 
Limited, of Millwall, E.14. The 
apparatus consists of any form of 


standard ground-disc lamp, mounted on 
a cast-iron stand of a desired height 














hold the rocking arm in a vertical posi- 
tion, showing a red light through the 
centre bullseye. A return arm with 
repeating bullseyes gives the usual 
back-light indication. Perhaps the 
most noticeable characteristic about 
this apparatus is its simplicity, there 
being only two moving parts, the 
horizontal rod and the rocking arm. 
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with a rocking-arm pivoted thereto. 
The top half of the stand carries three 
coloured bullseyes, and is also fitted 
with an extension arm of any required 
form and colour for daylight signal- 
ling. The horizontal bar which is 
coupled to the points to be indicated 
carries two projections, one or the 
other of which shifts the bottom end 
of the rocking arm in unison with the 
points when the latter are properly 
thrown over. The desired bullseye 
automatically comes into line with the 
beam of light from the lamp, and the 
arm slopes towards the road set by the 
points. If the points are not fully 
thrown over, the counterweight will 
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The lightness of pull is such that the 
apparatus can be coupled direct to the 
points indicated, thus dispensing with 
the usual extra lever, with its rodding 
or wires. 

It is suggested that a device such as 
this would be found of considerable 
value to railways in sparsely populated 
areas where crossing loops are at 
present controlled by spot-operated 
hand-lever points, in conjunction with 
hand-signalling by the point operator. 
A simple mechanical device such as 
that described might replace hand- 
signalling in such cases with a cer- 
tain amount of advantage to safe 
working. 
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British and Irish Railway Traffic Returns 


Totals for 26th Week : 


GREAT BRITAIN q 


\Inc. or Dec. 
L.M.S.R. (6,940} mls.) f f f f { f 

Passenger-train traffic...) 614,000 587,000 | 27,000 | 11,118,000 | 10,996,000 |+ 122,000 
Merchandise, &c.  ... $47,000 422 000 25,000 11,553,000 10,540,000 | 4+- 1,013,000 
Coal and coke 8 178,000 189,000 11,000 6,080,000 | 5,793,000 |4 287,000 

Goods-train traffic sail 625,000 | 611,000 14,000 17,633 000 16,333,000 | +- 1,300,000 

Total receipts ... 1,239,000 | 1,198,000 41,000 | 28,751,000 | 27,329,000 | + 1,422 000 

L.N.E.R. (6,339 mls.) 

Passenger-train traffic... 374,000 | 350,000 24 000 7,128,000 7,070 000 i 58,000 
Merchandise, &c. ...) 324,000 | 297,000 27,000 8,071,000 7,242,000 829,000 
Coal and coke eae 197,000 | 204,000 | 7,000 6,004,000 5,412,000 | + 592,000 

Goods-train traffic wan 521,000 501.000. | 20,000 14,075,000 12,654,000 | + 1,421,000 

fotal receipts ... Ere 895,000 851,000 | $4,000 | 21,203,000 | 19,724,000. | + 1,479,000 


G.W.R. (3,750 mils.) 
Passenger-train traffic... 222 O00 


221,000 





Merchandise, &c. ne 178,000 171,000 
Coal and coke eas 80,000 90 000 
Goods-train traffic ee 258,000 | 261,000 | 
Total receipts ... $80,000 482,000 | 

S.R. (2,176 mls.) | 
Passenger-train traffic... 345,000 332,000 | 4 
Merchandise, &c.  ... 74,000 69,5060 | 
Coal and coke ake 32,000 | 30,500 
Goods-train traffic sy 106,000 100,000 
otal receipts ... a 451,000 | 432 000 + 
Liverpool Overhead ... 1,216 | 1,303 | 
(64 mls.) | | 
Mersey (44 mls.) 3,964 | 3,734 
*l_ondon Passenger } 
lransport Board ... 546,500 
IRELAND 
Belfast & C.D. pass. 3,234 3,366 | 
(SO mls.) | 
» » goods 614 609 
i - total 3,848 3,975 | 
Great Northern pass. 10,900 10,750 
(562 mls.) | 
- i goods 9,250 | 10,800 
=a : total 20,150 | 21,550 
Great Southern pass. 28,552 27,888 
2,158 mls.) 
ie goods 31,482 29,615 
. - total 60 034 57,503 


1934 1933 | Inc. or Dec. 1934 | 1933 


| 
Totals to Date 


| 





1,000 + 603,000 4.634 000 31,000 
7,000 4,614,000 $227,000 | 387,000 
10,000 2,616,000 | 2,573,000 | 43,000 
3,000 7,230,000 6,800,000 | 430 000 
2 000 11,833,000 | 11,434,000 |+ 399,000 
13,000 6,932 000 6,848,000 | 4 84,000 
$500 1,628,500 1.548.000 | 80,500 
1,500 834,500 767,000. | 67,500 
6,000 2,463,000 | 2,315,000 |+ 148,000 
19,000 9,395,000 9,163,000 232,000 
| } 
87 28,804 28,418 |4 386 
| 
230 | 


107,194 | 102,558 | 4 4.636 


26,505,100 





132 54,887 1,402 
5 13,813 |-4 39 
127 68,700 | 1.363 
| 

150 210,400 | 136,250 |4 74,150 
1,550 214,050 142,800 | 4 71,250 
1,400 424 450 279,050 |+- 145,400 
664 548,009 529,749 |4 18,260 
1,867 837,758 784,876 52,882 
2.531 1,385,767 1,314,625 71,142 


* 52nd Week. 








RAILWAY AND OTHER REPORTS 


Alcoy & Gandia Railway & Har- 
bour Co. Ltd.—The net loss for 1933 
was 46,903, compared with £5,478 for 
1932, increasing the cebit balance 
forward to £37,019. Railway receipts 
continued to decline, and little improve- 
ment can be looked for without a 
profound reform of railway legislation. 
The harbour, however, was again worked 
ata profit. 

Egyptian Delta Light Railways. 
Gross receipts for the year ended 
March 31, 1934, amounted to £236,793, 
against £256,929 for 1932-33, and 
working expenses to £189,086 against 
£195,376, the operating ratio being 
79-85 per cent. as against 76-04 per 
cent The balance carried to net 
revenue account is £47,707, which, with 
interest, &c., gives a total of £50,123. 
After providing for interest on deben- 
tures and for all fixed charges a balance 
of 412,152 remains, to which must be 
added £44,940 brought forward, making 


a total of £57,092 to be dealt with. The 
Board recommends the payment of a 
dividend of 1 per cent. on the preference 
shares for the year 1933-34, leaving 
£46,684 to be carried forward. For the 
year 1932-33 the sum of £5,000 was 
transferred to reserve against capital 
expenditure and the dividend on the 
preference shares was 2 per cent. 

London Midland & Scottish Rail- 
way.—The Secretary writes, June 28 
“The directors at their meeting to-day 
had under consideration the payment 
of an interim dividend on the 5 per cent. 
redeemable preference stock (1955), due 
in the ordinary course on July 1; and, 
having regard to the fact that the stock 
ranks pari passu with the company’s 
4 per cent. preference stock, they 
decided to follow the course adopted 
last year, and defer the matter until 
their meeting on July 26, when the 
traffic results for the full half-year 
will be available ”’ 


British and _ Lrish Railway 
Stocks and Shares 


| 








~ ~ Prices 
DP na T ne 
, Ss 23 
Stocks MD ES; July mm 
fe | wm] 4 NISE } 
1934 Fall 
G.W.R. ; | 
Cons. Ord. ...| Dlg | 31 | sl jj; — 
5% Con. Prefce. ...}10954 | 6912 |11219 —_ 
5% Red.Pref.(1950) {10914 | 8712 |10819 | a 
4°, Deb. ... | LOS15;g) 991g | 10515* — 
44% Deb.... .../108 10034 10819* | a? 
44% Deb.... ... {116 106 | 11519* | — 
5% Deb. ... {128 |IN714 /1261.* | — 
24% Deb.... sc] ae 60 | 691,* | — 
5% Rt. Charge .../124 T1112 |12519* | 
5% Cons. Guar. ...|122 103 12319 | 
| | 
L.M.S.R. 
Ord. ais soe] 29% | 121g | 22 — 
4% Prefce. (1923) | 51 17 4G1lp . 
4°%, Prefce. ess oe 3314 | 78 | 
5% Red. Prf. (1955)| 93 | 4714 | 99 ne 
4% Deb. ... .-- 10314 | 8912 [10119 
5% Red.Deb.(1952) 114/105 |1tnag | — 
4% Guar. ... ...| 9714 6833 | 9915 ie 
L.N.E.R. 


5° Pref. Ord. 2219 
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4% First Prefce. ...| 6512 193 6412 |—15 
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5% Red.Pref.(1955) | 8334 | 27 34° = 
4% First Guar. .. 9434 5814 9415 ins 
4°, Second Guar. | 891, | 48 89 oa 
3% Deb. ... +e 77 | GOI, 76 fis 


4% Deb. ... ...|10234 | 80 10010 | 
5 %Red.Deb.(1947)| | 12 10215 10819 —_ 
44% Sinking Fund 10712 | 9834 |10612 ~~ 

Red. Deb. 


SOUTHERN | 
Pref. Ord.... ak aa 2734 | 78 +2 
Def. Ord. ... w+-| 243g 93g | Q41c [+1 
5% Prefce. .--|L0711,6) 74 111 
5% Red.Pref.(1964)|10734 | 787g |j111. | — 
5% Guar. Prefce. {12414 [10234 |1241, 
5% Red.Guar.Pref. |1155g [10312 [11415 

(1957) 
4%, Deb. ...|10712 | 9634 |1og | — 
54 Deb. :.. _ :..|12612 |114%4 |19g1. | — 
4% Red. Deb. |107%4 |100  |1061. | — 
1962-67 | 








Betrast & C.D. | 
Ord. 5 edt 4 5 i= 


“| 

| | | 

FortH BRIDGE | 

4% Deb. ... eee] 991g | DSle |10112 | = 
4%, Guar. 981, | 94 {10012 | 


| 
G. NORTHERN 
(IRELAND) 
Ord. oe 0: 71 31g 5 
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G. SOUTHERN 
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Ord. dasa wana 16 14 |-6 
Prefce.  ... ee 121g | 17 Is 
Guar. | 42 1634 | 44 l+] 
Deb. .| 60 307g 633, |+14 
L.P.T.B. | 
44% “A” 1177, |112 1117 = 
oe A ccs wee[1271g | 11914 1127 | ce 
44% “T.F.A.” .../I111g [106 [1990 4-4 
54%" B"... 12212 1114 fia, | a, 
he” eap «-.| 8634 | 7412 | 8019 |+5 
| 
MERSEY 
Ord. one eee] 1614 5 13 |—1 
4% Perp. Deb. ...| 83 637g | 8712 _— 
3% Perp. Deb. ...| 62 51 651g | —~ 
3% Perp. Prefce....| 505g | 27 521g |-—1 
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CONTRACTS AND TENDERS 


The Vickers Train Lighting Co. Ltd. 
has received a repeat order from the 
Southern Railway for 50 V.1 single 
battery electric train-lighting sets. 


Thos. Smith & Sons Limited has 
received an order from the G.W.R. for 
a 6-ton travelling crane for the London 
Division, Engineers’ Department. 

The Birmingham Railway Carriage 
& Wagon Co. Ltd. has received orders 
from the Southern Railway for 22 
carriage underframes with bogies for 
Western Section 46-ft. steam stock and 
100 sets of bogie spare parts for Western 
Section electric stock. 


The L.N.E.R. has placed orders for 
road transport equipment as follow 


Stewart & Ardern Limited: 7 1-ton Morris parcels 
delivery vans 

Car Mart Lirited: 2 1I-ton Ford and 4 30-cwt 
Ford parcels delivery van 

John I. Thornycroft & Co. Ltd 9 3-cwt. parcels 
delivery vans 

Scammell Lorries Lin.ited 286 3-ton mechanical 
horses, 155 3-ton trailers, 26 6-ton mechanical horses 

id 37 6-ton trailers 

Metropolitan-Camm ell Carriage Wagon and Finance 
Ltd 150 3-ton trailers 

Crane Dereham) Limited: 75 3-ton trailers 

R. A. Dyson & Co. Ltd 1 5-ton trailer 


Chinese Railway Orders 

Che Chinese Government Purchasing 
Commission has placed on behalf of 
the Ministry of Railways, China, and to 
the inspection of Messrs. Sandberg, the 
consulting engineers, orders for 33,300 
tons of rails, dogspikes and _ fishplates 
for the Canton Hankow Railway at a 
total cost of over a quarter of a million 


pounds sterling, with the following 


firms: The Barrow Haematite Steel 
Co. Ltd.; British (Guest Keen Bald- 
wins) Iron & Steel Co. Ltd.; Cargo 


Fleet Iron Co. Ltd. ; Colvilles Limited ; 
Dorman Long & Co. Ltd rhe Lanca- 
shire Steel Corporation Limited ; The 
Skinningrove Iron Co. Ltd.; The 
United Steel Companies Limited ; Guest, 
Keen & Nettlefolds Limited ; Walker & 
Wilson Limited; and The Anderston 
Foundry Co. Ltd. The have 
been divided amongst the leading 
British manufacturers in order to ensure 
early shipment to Hankow and Canton. 
Other important orders for about 
twenty locomotives and a considerable 
quantity of rolling stock, &c., are under 
consideration and will be placed during 
the summer. 


William Denny & Bros. Ltd. has 
received an order from the L.M.S.R. 
for a new cargo and live-stock vessel 
for the Holyhead and Dublin (North 
Wall) The principal dimen- 
sions will be Length, overall, 
309 ft. 6 in.; breadth, moulded, 
depth, moulded, 


orders 


service. 


44 ft. 6 in.; and 
15 ft.6in. The cattle-carrying capacity 
will be 660. 


Harland & Wolff Limited has re- 
ceived an order from the L.M.S.R. for 
a passenger, cargo and live-stock vessel 
for the Heysham and Belfast service, 
the ship to be built in the firm’s yard at 
Belfast. The new steamer will be 
placed in commission in 1935, and will 


be of the twin-screw 
type, having a 
passengers, 


geared-turbine 
certificate for 1,400 
The principal dimensions 
will be as follows :—Length (overall), 
349 ft.; breadth (moulded), 53 ft. ; 
depth (moulded), 19 ft. 6 in.; speed, 
21 knots. The first-class public rooms 
will comprise dining saloon, smoke-room, 
and main lounge fitted in modern and 
comfortable style. Sleeping berth 
accommodation will be provided for 
first-class passengers in one and two- 
berth rooms and_  cabins-de-luxe. <A 
special feature of the saloon accommo- 
dation will be the absence of any super- 
imposed berths. <A restaurant, smoke- 
room and lounge, and excellent sleeping 
accommodation will be provided for 
third-class —_ passengers. Mechanical 
equipment will include four Babcock 
& Wilcox water-tube boilers, fitted 
with Erith-Roe mechanical  stokers. 
Mather & Platt’s Grinnell automatic 
sprinkler and fire-alarm system will 
be fitted throughout the 
accommodation. 


passenger 


To enable larger and more powerful 
locomotives to be used and to speed-up 
station working, the L.M.S.R. is to 
instal locomotive turntables of increased 
diameter at six important traffic centres 
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Stoke-on-Trent, Liverpool (Bank Hall 
depot), Manchester (Victoria), Derby 
Gloucester and Burton-on-Trent. Three 
of these turntables, at Liverpool, Man- 
chester and Derby respectively, will be 
of 70 ft. diameter; at Stoke, 60 ft 
at Burton, 55 ft.; while at Gloucester 
two new turntables are being installed 
one of 60 ft. at the passenger station 
and one of 55 ft. at the locomotive 
depot. The 70 ft. turntables are the 
largest on the L.M.S.R. and permit the 
company’s largest engines being turned 
In addition to the installation of the 
new turntable at Manchester (Victoria 
a 12,000 gallons water tank is to bx 
provided at this point for locomotive 
supply. 

Of the turntables here referred to 
those at Gloucester passenger station, 
Gloucester locomotive depot, and 
Burton, are of the Mundt type and are 
being supplied by Ransomes & Rapier 
Limited, which firm has also supplied 
recently other turntables of the Mundt 
type as follow :—One 70 ft. for Fleet 
wood, one 60 ft. for Birmingham (Mon- 
ument Lane), five of various 
for Kentish Town and Cricklewood, 
L.M.S.R., and one 65 ft. for Cardiff and 
one 55 ft. for Radyr, G.W.R. The new 
L.M.S.R. turntables mentioned above 
for Stoke-on-Trent, Liverpool, Man 
chester, and Derby are being supplied by 
Cowans Sheldon & Co. Ltd. 


sizes 








QUESTIONS IN 


Protection of Underground 
Railways 

Sir N. Grattan-Doyle on July 4 asked 
the Prime Minister whether he 
aware that evidence’ existed that 
experiments were being made and 
secret German plans perfected by the 
Luft-gas-angriff department for the 


was 


destruction of human beings in war 
by aircraft carrying deadly disease 
germs; that experiments had _ been 


made concerning the vulnerability of 
underground railways in London and 
Paris, whether he had considered the 
evidence, and what action, if any, he 
proposed to take. ; 
Mr. Baldwin 
Council) 


President of 
replied.—I have seen allega- 
tions to this effect in a _ published 
article. These have been officially 
denied by the German Government. 
The question of the vulnerability of the 
underground railways in London is a 
matter under constant observation as 
part of the general question of air raids 
precautions, and I do not consider: it in 
the public interest to make any further 
statement. 


(Lord 


Railway Company’s Clyde 
Steamboats 

Mr. Neil MacLean asked the Presi 
dent of the Board of Trade whether 
he could state if the log books of the 
passenger steamers run by the London 
Midland & Scottish Railway Company, 
which carried passengers from Wemyss 


PARLIAMENT 


Bay, Largs, and Fairlie to Dunoon 
Rothesay, Millport, and the Arran 
holiday resorts, were inspected by the 
Board of Trade; and if the departures 
from and arrivals at those places wer 
maintained according to the tim 
tables published by that railway com 
pany. 

Colonel Colville (Secretary, Oversea 
Trade Department) replied.—Yes, but 
only to ensure that the provisions ot! 
the Merchant Shipping Acts have been 
complied with. As regards the secon 
part of the question, I regret I hav 
no information. 








Forthcoming Meetings 


July 9 (Mon.)—Leopoldina Railway 
(Ordinary General), River Plate Hous« 
Finsbury Circus, E.C., at 12 noon 

July 20 (Fri.)\—Egyptian Delta Light 
Railways (Ordinary General), Win 
chester House, Old Broad Street, E.C.. 
at 12 noon 


Forthcoming Events 


July 7 (Sat.).—-Wimbledon and District Mode 
Railway Club. Visit to Ashford Loco 
motive Depot, Southern Railway. 

July 7-12.—Permanent Way Institution, at 
London Jubilee Con vention. 

July 11 (Wed.)—Institution of Electrical Engi 
neers, Savoy Place, London, W.C.2. Con 
versazione and Reunion. 
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LEGAL AND OFFICIAL NOTICES 


N THE COURT O =z R AY ager’s fice idl t Scottis ; 
I +” sarbonan RAILWAY Sm London Midiand & Scottish Post of Chief Accountant, Ceylon 
EvinsurGu.—District Goods and_ Passenger Government Railway 
° Q i] we ye > ay Mtati . . - 

Road and Rail Traffic Act, 1933. yond a oes Station, London A PPLICATIONS are invited for the post of 
Giascow.-Commercial Manager’s Office, Cen- itaivay Head Quarters Pena wd Government 

‘ “PP , a = a i va) F é pres ) ; 
Agreed Charges. — London Midland & Scottish Rail- Candidates: must be British subjects and must 
A copy sac ‘ : possess a thorough knowledge of the latest 
NOTICE IS HEREBY GIVEN that Applica- Tribunal can be obtained from Mr. G. Cole  SYStem Of | Railway “Accounting in all its 
L tions for tha approval of Agreed Charges Deacon, Secretary, Rates and Charges Com- branches and a wide and up to date experi- 
under the provisions of Section 37 of the Road mittee, 35, Parliament Street, Westminster She itd nat catatters connected therewith. 
and Rail Traffic Act, 1933, short particulars London, SW. nae te... Gane oa : , Should have gained experience on a British 
of which ane set out in the Sichedale hevele. Nalaee af chicos 8 gent a entitled Railway in appointments requiring the exercise 
hav» been lodged witn the Railway Rates to aida te Te canned at sae oe tae eae of organising and administrative ability. 
Tribunal. Agreed Charges must state concisely the Should preferably be a Chartered Accountant. 

The said Applications may be inspected at grounds of eblettien ae pene at dan ae te Salary : £1,000 to £1,200 by annual increments 
the Office of the Tribunal, 2, Clement's Ina, office of the Registrar, 2, Clement’s Inn, Strand of £50. The appointment will be on 5 years’ 
Strand, London, W.C.2, at any time during aahean. CEE cm Ge katkun ihe Gee eine of agreement and is subject to the rules and 
office hours and at the following places: Inly, 1934, and a copy thereof on on tahawe the regulations now governing the public service of 
Lonpox.—Railway Clearing House, 123, Seymour same day served on or sent by registered post Ceylon. Subsistence allowance will be paid 

Street, N.W.1 by: We Cake Maacde: ak Sie alece sada when absent from home station, on duty, in 
BIRMINGHAM.—District Goods Manager’s Office. A separate Notice bee ia Rind and aaeead ‘th accordance with regulations. Government quar- 

Snow Hill, Great Western Railway. respect of each Application. . . ters provided if available, rent being charged 
Canpire.—Divisicnal Superintendent’s Office. Sack: Wotian Bint sauck bean foolecap size on the basis of a percentage of salary. Present 

Great Western Railway. paper and must be stamped with an adhesive rate 6 per cent. If Government quarters are 
Exeter —Western Divisional Superir.tendent’s fee stamp for 2s. 6d. (which can be purchased not available, a rent allowance is paid in ac- 

Offiee, Southern Railway at the office cof the Gvibanal cule). 42 sent cordance with regulations. The selected candi- 
Lerps. —Distriet Goods Manager’s Office, Wel- hy post for filing each Notice must be accom- date will be required to furnish security in the 

lingtcn Street, London & North Eastern Rail- panied by a Postal Order for 2s. 6d. payable sum of Rs. 30,000 by cash or throvgh an 

way. ; to the Registrar. when a stamp will be affixed approved Guarantee Association. Free outward 
Leicesier.— District Goods and Passenger Man- at the office. A Notice by a Representative passages to Ceylon will be provided for the 

ager’s Office. London Midland & Scottish Rail- Body of Traders must contain a statement of selected candidate and, if married, for his wife 

way the facts upon which such Body claims to and children (if any) not exceeding four 
Mancuester.—Distriet Goods Marager’s Office, represent a substantial number of traders in- persons besides himself. 

Hunt's Bank, London Midland & Scottish terested in, or likely to be affected by the Apply at once by letter, stating age and full 
_ Railway. f ; decision on, the application. ; particulars of qualifications and experience, to 
Soutnampton. Southern Divisional Superinten- Four additional copies of each Notice must be the Crown Agents for the Colonies, 4, Millbank, 

pa 3 Office, Southampton West, Southern lodged with the original at the cffice of the Londoa, S.W.1, quoting M/3451. 

_ Railway Registrar 
— ane peanager's Office, London & North tT. J. D. ATKINSON, 

astern Railway. ~gistrar. i i 
AneRDEEN.—-District Goods and Passenger Man- 30th June, 1934. —— South Sndien Roilway Company 

Limited. 

eee ie Date of HE Directors are prepared to receive 

= , : : Tenders for the supply of: 

of Appli- Lodg Parties to Agreement Nature of Agreed Charge 

cation ment (1) pi Sy INGOTS, 

(2) META 
ae eeereren rit : — end (3) STE aL “BARS, PLATES, SHEETS, Cc. 
1934, No. 94 June 29 JOHN W ALLACE & CO, LTD., Kilmarnock, Per package. Specifications and Forms of Tender will be 
a Is 34 and the L.M v5 Railway Co Butter available at the Company’s Offices, 91, Petty 
| June 30,, GASKELL BROS., Warrington, and the G.W., Per pig. Vrance , inste ; 
1934 WS RO re grr et “eh OM — . 1 France, Westminster, S.W.1. ee 
Cos, and LPT.B This : soi = he ated “— = . — Tenders, addressed to the Chairman and 
cumin tier eae Ee cans tes te ee acon curers or their agents. Directors of the South Indian Railway | Co. 
Charges with other registered bacon curers in Lid., marked fender for Copper Ingots,” or 
Great Britain as specified therein as the case may be, with the name of the firm 
ws! .. | THE DISTRIBUTORS AND TRANSPOR- | Per ton tendering, must be left with the undersigned 
TERS LTD. (Messrs. Unilever’s Distributing Candles, soap, and soap with articles, not later than 30 a.m. on Friday, the 13th 
Organisation), London, and the G.W. and for advertisement July, 1934, in respect of Specifications Nos. 1 
L.M. & S. Railway Cos. ; and 2, and not later than 12 noon on Friday, 
Applicable also to traffic consigned by the 20th July, 1934, in respect of Specification 
Christopher Thomas & Sons Ltd., Bristol, T. H. No. 3. 
Harris & Son Ltd., London, E., R. 8S. Hudson The Directors do not bind themselves to 
Ltd., Bank Hall, Liverpool, Lever Bros. Ltd., accept the lowest or any Tender. 
A charge, which will not be returned, will 


Port Sunlight, Joseph Watson & Son Ltd 
Leeds, British Soap Co. Ltd., Hull, Benjamin 
Brooke & Co. Ltd., Port Sunlight, J. Crostield 


be made of 10s. for each copy of Specifications 
Nos. 1 and 2 and of 5s. for each copy of 


& Sons Ltd., Warrington, J. L. Thomas & Co Specification No. 3. 
> Ltd., Exeter A. MUIRHEAD, 
94 ; THOS. MARSHALL & SON LTD., Leeds, and Per ton Managing Director. 
the L. & N.E. and L.M. & 8S. Railway Cos Tron or steel cisterns, cylinders, 91, Petty France, 
dustbins, incinerators, moulders’ Westminster, 8.W.1. 
boxes, tanks, tubs and wringer 4th July, 1934 
stands. 
os ; r. G. TICKLER LIMITED, Grimsby, and the Per ton. 
L. & N.E. Railway Co. sottled pickles, bottled fruit, candied VHE Proprietor of the Patent No. 191,494, 
ee Se ee, for “A Valve Cut-off Correction Instru- 
M) TG TICKLER LIMITED, Grimey, and the | Per ton fhe Ekg fe 
pethiecieheencenlantaon ncdesigcenreustiate a. eRe te ae reas¢ ed terms for the purpose of conteitine 
100 * ACHILLE SERRE LIMITED, Walthamstow, | Per package. the same and ensuring its full res 
London, and the G.W., L. & N.E., L.M. & 8S. (i) Dyed and cleaned goods, also and practical working in this country.—A 
and Southern Railway Cos. advertising material used in con- communications should be addressed in the first 
nection with the trader’s business instance to Haseltine, Lake & Co., 28, South- 
(ii) Goods for dyeing and cleaning. ampton Buildings, Chancery Lane, London, 
yy LOL e J. HENRY B ROORE L IMITRD, London, and | Per package. W.C.2. 
the G.W., - & N, .M. & 8S. and Southern Clothing. 
Railway © 
» 102 ” FARMA CR " AM PRODUCT CO. LTD., Per package PATENTS for Inventions, Trade Marks, Advic e, 
en we yma L. & N.E., L.M. & 8S. Farma cream. Handbook, and consultations free. a’ "8 
and Southern Railway Cos. i 7 . 7 ig, C. 
, 103 | HARRODS LIMITED, Knightsbridge, London, | Per package. a oe , oh Oe nas pee 
pws pat L. & N.E., L.M. & S. and Clothing, drapery and general stores Canada), 1464, Queen Victoria Street, London, 
Southern Railway Cos. wares. aC fo wane’ raterence > , 
104 G. ROBINSON & SONS (CORNWALL) LTD.. Moderating E.C.4. 49 years’ references. *Phove City 6161. 
Comes, Cornwall, and the G.W. and Rabbits (dead). 
| Southern Railway Cos. 
105 e SAXONE SHOE CO. LTD., Kilmarnock, and | Per package. OFFICIAL ADVERTISEMENTS 
: the L.M. & S. Railway Co. Boots and shoes 
106 9” SAXONE SHOE CO. LTD., Kilmarnock, and Per package VFICIAL ADVERTISE MENTS intended for 
the G.W., L. & N.E., L.M. & S. and Southern (i) Boots and shoes from Kilmarnock. q insertion on this page should be sent in 
Railway Cos. (ii) Boots and_ shoes ceived at as early in the week as possible. The latest 
Kilmarnock from traders’ Lranch time for receiving official advertisements for 
107 , rE shops. this page for the current weck’s issue is noon 
‘ °° B. WELLS, Merstham, Surrey, and the Southern Per package. on Thursday. All advertisements should be 
Railway Co. Plants, trees, shrubs and seeds. addressed to:—The Railway Gazette, 33, Tothill 
Street, Westminster, London, 8.W.1. 
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but 
sell 


orders 
when it 
was not 
tendency. The 
view of the situation may be stated for 
what it worth, not as any measure of 
the position existing between the railway 
companies and their employees, but 
the market’s explanation for the under- 
lying strength of prices at time when 
erious trouble with labour has’ been 
threatened. The Stock Exchange view 
that a kind of gentleman’s agreement may 
be reached, by which such partial restora- 
tion of wage ‘‘ cuts,’’ if any, may 
be justified by the present position of 
revenue could be followed by gradual 
restoration of the whole cut the 
rate of revenue reaches agreed per- 
centage ol pre-wage-cut 
vear. On this rightly or wrongly. 
the Stock Exchange takes the view that 
shareholders have much to gain by a 
settlement of the dispute on agreed lines, 
the removal of the uncertaint, 


ing than those for buying), 
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would enable freer play to be given io 
the undoubted belief on the part of many 
thousands of investors that current mark 
values of home railway stocks have not 
kept pace with the in prices of lead- 
ing industrial companies’ shares. Whilst 
the possibility of trouble over the wages 
question continues, the potential investor 
is expected to hold off from the market 
notwithstanding the favourable tenour ex- 
pected to shown in the forthcoming 
interim reports. 

This being the Stock Exchange view of 
the situation, any definite movement in 
prices is not to be expected. One of th 
more important features of the week wa 
the steady inquiry for Southern preferred 
and deferred stoc which the market 
explained by the references made by thx 
chairman of leading electric equipment 
company to the = great of th 
Southern Railway electrification plans 
London Passenger Transport ‘‘ C ’’ stock 
came into further request on a renewal of 
dividend hopes. 


rise 


be 
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Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


Railways 


{ Antofagasta (Chili) & Bolivia 
Argentine North Eastern.. 
Argentine Transandine 
Bolivar 
Brazil 

Buenos Ayres & P: acific 

| Buenos Ayres Central , 

| Buenos Ayres Gt. Southern 

| Buenos Ayres Western 

Central Argentine Ce 

Do. 

Uruguay of M. Video 

Eastern Extn. 

Do. Northern Extn. 
Do. Western Extn. 

Cordoba Central 

Costa Rica .. 

Dorada 

Entre Rios 

Great Western of Brazil . 

International of Cl. Amer. 

Interoceanic of Mexico 

La Guaira & Caracas 

I eopok lina .. 

Mexican . 

Midland of U ruguay 

Nitrate ° os 

Paraguay Centr: rr 

| Peruvian Corporation 

| Salvador ae 

| San Paulo 


Taltal 
United of Havana. 
Uruguay Northern 
( Canadian National 
Canadian Northern 
Grand Trunk 
Canadian Pacific 


Cent. 
D 


0. 


{ 





Assam Bengal 

Barsi Light. 

Bengal & North We sstern. 
Bengal Dooars & Extension 
Bengal-Nagpur . es 
Bombay, Baroda & Cl. India 
| Madras & South’n Mahratta 
| Rohilkund & Kumaon 

( South India ; 


{ Beira-Umtali re me 
| Bilbao River & Cantabrian 
| Egyptian Delta ae 
Great Southern of Spain .. 
Kenya & Uganda .. ee 
Manila 
Mashonaland wa 
Midland of W. Australia se 
Nigerian 
| Rhodesia 3 
South African 
Victorian .. 
Zafra & Huelva 


Week 
Ending 


830 
753 
111 
170 


1.7.34 
306.34 
May, 1934 
2,806 
190 
5,085 
1,926 
3,700 


30.6.34 


20.; 


27: 
31 
8 
211 
1,218 
188 
70 


30.6.3 

30.6.4 

30 6.5 

30.6.34 
Apl., 1934 
May, 1934 

30.6.34 

30.6.34 
May, 1934 


3 
1 
5 


June, 1934 
30.6.34 


May, 1934 


21.6.34 


17,018 6.34 
1,329 


2902 


1934 
5.34 
1934 
9.6.34 
Apl., 1934 
May, 1934 


this year 


£ 
14,330 
12,900 1, 


125,000 


2 
31 


1 


55,000 


10,300 


19,650 


649,326 


7 


mavewhyws 


50.002 


693. 410 


39,000 
70,000 


Traffics for 
Week 


Aggregate 


Inc. or Dec. Totals 


compared 
with 1933 


Total 


No, of Week 


This Year 


£ 
338,280 
554,100 


. 3,360 
300 


260,840 
563,400 
6,600 250 33,650 37,150 
836,000 
015,653 $4 
,517,000 10 
3,547,000 3, 
8,950,000 9, 


28,000 5 
$8,600 


43,000 


727,000 
.906.639 
559,000 
538,000 
326,000 


15,700 


vue 
to boro site 


99,000 18,000 
164 
910 

1,084 
353 
14,000 
950 
1,500 
100 


785,469 
169,191 
103,255 
67.528 
,070,000 
194,290 
35,200 
773.300 
276,200 


5.405 
3.719 
3,037 

706 


848,989 
176,800 
101,969 
78.354 
2,162,000 
181,164 
51,400 
800,100 
209,200 
2.466.673 


4,704 


4,800 


Se 
to = G bobo bo be 


$28,902 


130 

. 503 
+ $100,100 
158 
2.557 
2,360 
7,778 

192 

960 

435 

2,329 

144 


. 35 
594.288 
753.300 
94,125 
55,098 
155.260 
624,537 
133,820 
762,958 
38.450 
979,624 
15,497 


103,709 
138.664 
183,840 
674.250 

73.405 
768,170 

63.645 
988.903 
1,048 12,555 
5,916 


5,002,852 2,571,899 


00,800 16 600 ,442,000 10,144,800 
6,646 
203 
3.967 
238 
14.035 


251,115 
32.362 
543 326 
22 672 
»113.975 957.979 
9,375 056 200 1.971.759 
26,524 222.950 1,210 214 
1.913 112.201 107 892 
6,751 745,628 711,250 


193,348 
31.087 
546 016 
23 721 


340.976 
9,100 
42.025 
54.578 
638,137 


274.597 
6 344 
40.962 
52.370 
606,192 


10,132 
O4 
804 
210 
21,064 


1,350 


27.374 
1,095 
9.969 
30 683 
50 953 
69,054 
415 


624.162 
146 177 
163.178 
064 725 


428.719 
144.075 
145.451 
782.586 
4.057 661 
7,788,758 
52.126 


+ 


11,081 


Traffics to Date 


+$1 


Prices 


Shares 
or 
Stock 


° 


Increase or 
Decrease 


Yield 9 


£ 
77,440 
9,300 


3,500 


+ Ord. Stk. 
A. Deb. 
6 p.c. Db. 
Bonds. 
Ord. Stk. 
Mt. Db. 
Ord. Stk. 


+ 109.000 
+ $109,014 
42,000 
9,000 

— 376,000 a 
Dfd. 
63.520 Ord. Stk. 
7,609 
1,286 
10.826 
92,000 


+ 
+ 
oa 
Ord. Inc. 
Stk. 
1 Mt. Db. 
Ord. Stk. 
Ord. Sh 


16,2 
26 800 
- 67,000 
+ $184 263 
Ist Pref. 
Stk 
Ord. Stk. 


— 14,835 
38,791 
,229.100 
9,584 
83 566 
28.580 
49.713 
60,415 
5,212 
25,195 
9,279 


2,942 


+ Ord. Stk. 
as Ord. Sh. 
+ 
eS 
/ 
a Deb. $ 
+ 2,430,953 
4px 6019 
9934 
221g 


Perp. Dbs 
4 p.c. Gar 
+ 1,297,200 Ord. Stk. 

79 
10134 
292 
127 
9714 
112 
127 
260 
11919 


Ord. 
Ord 
Ord. 


Stk. 
Sh 
Stk 
125 
10012 
10810§ 
12415 
253 


1}5lo 


66.379 
2.756 
1,063 
2,208 
31,945 


+ 


Prf. Sh. 13139 179§ 
Inc. Deb. 4 Ble 
B. Deb. 
1 Mg. Db. 
Inc. Deb. 


53 
9134 
89 


42lo 
921 
9712 


195.443 

+ 2.102 
t 17.727 
+ 282139 
+ 666,427 
453,590 
3,596 


4 p.c. Db. 9819 


+ 





t Receipts are calculated @ Is. 6d. to the rupee. 


Note.—Yields are based on the approximate current prices and are within a fraction of lel 


t Average rate of exchange for the week :—This year 317 


Last year 4115¢4. § ex dividend. 








